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New Interurban Provides 
a Service Demanded 


T HAS become a more or less popular indoor sport to 

predict the early demise of the interurban railway. 
Prophets sometimes think that motor trucks and buses 
will entirely replace this form of transportation. It is 
refreshing, therefore, to read reports of recent inter- 
urban construction, such as that of the new Dallas- 
Terrell interurban, which is given in this week’s issue 
of the JOURNAL. It takes courage to invest some two 
millions of dollars in an enterprise like this. The fact 
that the promoters have faith in it is shown by the solid 
type of construction which has been adopted through- 
Many early interurban roads had grades as high 
as 5 or 6 per cent, but here is a line where the maximum 
grade, except for a short overpass, is restricted to 2 
per cent. This is almost in line with steam railroad 
practice. The wisdom of it undoubtedly will be seen in 
low operating costs. Another interesting feature is the 
type of light-weight car adopted, the weight being 
lower than is customary for many city cars. This, 
also, should be conducive to economy. This design of 
car is quite appropriate on a 30-mile line. 

A question that may be raised concerns the construc- 
tion of a new road paralleling an existing steam rail- 
road. Would it not have been better, from an economic 
standpoint, for the steam road to put up a trolley wire, 
and give the kind of service which the interurban now 
is furnishing? Even though the traffic on the steam 
road were such that additional trackage would be neces- 
sary, the total cost would be less than for the construc- 
tion of an independent and competing line, and the 
financial results would be better. This instance is rather 
typical of the lack of aggressiveness that has always 
existed on the part of the steam railroads in territories 
where better local service is demanded by the public. 


| Taxation Is a Problem 


of Serious Import to Utilities 


T IS a basic principle of government that it must be 
supported by its citizens. It is only in a state such 
as Monaco, with its world-famous Monte Carlo, that 
others can be induced to finance it. The principle of 
taxation is just as old as organized government itself. 
Taxation is either direct or indirect, depending upon 


__ whether the citizens pay directly to the government or 
_ through some collecting agency. Utility taxation is in 


this latter classification. So long as the public can be 


on 2 induced to pay, this is a fairly efficient means of collect- 
_ ing revenues for the support of the government. But 


when the government gets more than the owners of the 


_ property, it becomes a question as to whether this is 


the correct method of collecting taxes. For instance, in 


a study made of taxation in New York State, it was 


shown that fifty-six electric railways paid over half of 
their net incomes for taxes to the State of New York 
and to localities within the State. 

State Senator Frederick M. Davenport of New York 
is a deep student of the problem of utility taxation. 
The report of his committee to the National Tax As- 
sociation, abstracted in this week’s issue, takes up 
utility taxation in its broader national aspect. The 
principle of basing taxes on ability to pay is entirely 
logical and can be questioned by few. The method pro- 
posed, consisting of a graduated tax on gross and net 
incomes, seems to be a satisfactory general solution of 
the problem. By properly adjusting the rate the burden 
may be made to correspond in fairness with the property 
tax of other taxpayers, remembering, of course, that 
much intangible property, and also a good deal of tan- 
gible property, escapes under the general property tax. 
A thorough understanding of the utility taxation prob- 
lem, such as that given in Senator Davenport’s analysis, 
will do much toward improving the relations of the utili- 
ties and the public that they serve. 


Electrolysis Situation 
Is Clearing 

EADERS of this paper will appreciate the explana- 

A tion of the fundamentals of stray current distribu- 
tion which are given. in an article by H. R. Shepard, 
published elsewhere in this issue. Recent researches 
made with the earth-current meter have made possible 
the statement of these fundamentals in a way which 
was not possible earlier; hence the present timeliness 
of this article. The author is qualified to state the 
modern concept of the subject because for many years 
he has been devoting his time and thought to research 
in this field. 

Much of the misunderstanding regarding the cor- 
rosion of underground pipes, caused, or alleged to be 
caused, by electric railway currents, has been due to 
ignorance as to what actually goes on in the soil. Pipes 
corroded and electric railways were in the vicinity, 
hence, argued the owners of the pipes, the burden of 
proof was upon the railways to show that they did not 
cause the damage. This was difficult to do, and in 
many cases the proof was impossible because the facts 
were against the railways. However, the mysterious 
character of the return circuit made any kind of con- 
vincing proof difficult to produce. 

Fortunately, the electrolysis ‘muddle is clearing up. 
The American Committee on Electrolysis is proceeding 
systematically, although deliberately, to formulate the 
knowledge which is available on the subject. Electric 
railways are getting their return circuits into better 
shape so as to minimize the escape of return current. 
Pipe owning interests are coming to see that they have 
responsibility in the ‘matter. The possibilities and 
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extent of corrosion without stray current are increas- 
ingly appreciated. Investigations are constantly under 
way for the purpose of determining the facts, which 
means that ultimately the procedure to be followed in 
protecting buried structure will be fairly well stand- 
ardized. 

When the Bus Will Replace 

the Urban Railway 


O MUCH idle talk is getting into the newspapers 

these days about the coming replacement of the 
street railway by the motor bus that it behooves the 
industry to see to it that the general public is given 
information that is more substantial, so that it may 
have the basis to think for itself and not merely follow 
the leadership of these over-night transportation ex- 
perts. We may expect the bus to replace the railway 
when the total cost of service is less, when it will cause 
less street congestion, when it will carry the people 
faster, when it will provide greater comfort, when it 
can provide more dependable service or greater safety. 
In how many of these requisites does the bus surpass 
the railway? 

No one yet has demonstrated that the motor bus 
can be operated to supply regular all-day service for 
less total cost per seat furnished than the electric rail- 
way, except where traffic is light. In fact, the higher 
cost of one-man bus service as compared to one-man 
single-truck safety car service is shown in practically 
every bonafide statement of operating costs, in spite 
of the very great excess of investment necessary in 
the railway. 

As to its value in reducing congestion, H. A. Little- 
dale, writing in the New York Evening Post on New 
York City traffic congestion, recently attributed New 
York’s congestion primarily to the presence of street 
cars. No doubt these street cars do add to congestion, 
but Mr. Littledale neglected to give his readers any 
information as to how the substitution of buses would 
solve this problem. While the ability of the bus to 
load and unload at the curb and pass traffic obstructions 
which delay rail service is an advantage, he failed to 
show that, to transport the equivalent number of pas- 
sengers, each street car would have to be replaced with 
three single-deck buses. The principal point of traffic 
delay is at the street intersections. Common sense 
would tell any one that to multiply by three the number 
of vehicles necessary to carry the passengers in each 
direction across an intersection would greatly increase 
the congestion rather than ease it. 

Nor is it demonstrated, after considerable experience, 
that buses can provide a faster service than street cars. 
Under equivalent traffic conditions, the street car is able 
to make a little faster schedule than the motor bus 
because with modern railway equipment, as against the 
modern bus, the street car can accelerate faster than 
the motor bus, and its free running speed is at least 
equivalent. It may be admitted, however, that Man- 
hattan street cars are hardly a fair sample of modern 
railway equipment. 

On the point of comfort, however uncomfortable a 
street car may be with the crowding of its space that 
must be tolerated, there is only one basis on which the 
motor bus can possibly be considered more comfortable 
and that is when the loading is limited to a seat for 
every passenger—a condition which it would be impos- 
sible to meet if the motor bus were the only means of 


transportation available. With the loading that must 
be permitted under city conditions, and with the nar- 
rower aisle and smaller dimensioning generally of the 
bus, this matter of greater comfort popularly attributed 
to the bus is largely an illusion. It has come out in 
several instances that where the people have at first 
been very enthusiastic about bus service, they have 
later with experience been disappointed and have turned 
their attention back to the street car. 

There has not yet been sufficient experience to deter- 
mine that the motor bus is more or less dependable than 
the street car, but it may be said that the motor bus 
will have to “go some” to equal the record commonly 
established by the street car. And taking into account 
the influence of weather conditions throughout the 
year, one would be safer to stake his wager of depend- 
ability on the tried and proved trolley car. 

On the element of safety, it is again hard to find 
wherein the motor bus can possibly excel the street car, 
from the point of view of the passenger.. Any one who 
has driven an automobile knows with what risk a 
rubber-tired vehicle is handled when pavements are 
wet or icy. In addition to uncertain traction, there 
is the hazard which the railway does not have of holes 
and humps in the pavement. Then there is the danger- 
ous operation on hills, from which, it is feared, we shall 
have to go through a course of serious accidents before 
the safety of the motor bus mechanism can be consid- 
ered on a par with that of the street car. 

All of this is not losing sight of the fact that the 
bus has its place, as has been repeatedly pointed out in 
these columns. 


The “Journal” Is an 
Independent Institution 


NSTANCES occur, seemingly more frequent of late, 

in which persons not very familiar with the ELECTRIC 
RAILWAY JOURNAL or the American Electric Railway 
Association confuse them to the extent that they con- 
sider that the American Electric Railway Association 
publishes the ELECTRIC RAILWAY JOURNAL. Close asso- 
ciation of the two institutions in the minds of some 
may not be surprising. Both were started about the 
same time, and as the primary purpose of both has 
always been to help the electric railway industry by 
the exchange of information, though in different ways, 
their relations have always been close and friendly. 
Nevertheless, it is distinctly to the benefit of the in- 
dustry that there is such a publication as the ELECTRIC 
RAILWAY JOURNAL which is completely independent of 
the association. 

One reason for this is that the detached position of 
the magazine gives it, if not a broader outlook at least 
a different one, and permits it to take a more advanced 
position in some directions than the association would 
be warranted in doing. Again, as the JOURNAL’S sub- 
scribers include many foreign roads and many persons 
entirely outside of the industry, as well as many railway 
men not members of the association, its clientele is very 
much larger than the association would want to include 
in its membership. In consequence, the strength of 
these outside groups is added to the forces aiding in the 
development of the industry. The ELECTRIC RAILWAY 
JOURNAL gains and the industry gains from the fact that 
as an enterprise the JOURNAL is. quite apart from the 
American Electric Railway Association. 
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Northern Texas Has New Interurban’ 


Texas Interurban Railway’s Dallas-Terrell Line Most Recent Example of 
Interurban Construction—Methods, Materials and Equipment Described— 
Automatic Substations and Light-Weight One-Man Cars Are Features 


By Sam R. Fowler 


Superintendent of Construction Texas Construction Company 


Closing the Last Gap in the Roadbed Grading 


development has been dormant for several years. 

The Dallas-Terrell interurban line, opened on 
Jan. 14, is one of the few examples of recent construc- 
tion. This road was projected more than ten years ago, 
and preliminary work was done by the Stone & Webster 
Engineering Corporation in 1912-1913, the writer mak- 
ing the preliminary surveys, final location and reports. 
Financial considerations in 1914 caused the temporary 
abandonment of the project. 

In connection with the new franchise granted the 
Dallas Railway in 1917 by the city of Dallas, it was 
agreed that the owners would construct certain inter- 
urban railways, among which was this one. Although 
thus assured, financial. arrangements were not com- 
pleted until early in 1921. 

The route parallels the Texas & Pacific Railroad 
practically all the way. It is nearly due east for 31.5 
miles from Dallas to Mesquite, Forney and Terrell, 
with populations respectively of 1,000, 1,500 and 12,000. 
Including these the tributary area has an estimated 
average population of 1,200 per mile of line. The ter- 
ritory consists mainly of fertile farms in the black land 
belt, similar to that traversed by the four other inter- 
urban lines centering in Dallas. The original route 
was followed, except for necessary relocations through 
Mesquite, Forney and Terrell, caused by improvements 
in these towns. ; 

An hourly passenger service is maintained with a 
running time of one hour and twenty minutes with a ten- 
minute layover at each terminal. Two express trains 
are run each way daily. At Terrell the Texas Inter- 
urban Railway has arranged close connections with the 


D=« to various economic considerations interurban 


_*A brief description of this line was included in the report of 
its ones in the Evectric RaIbway JourNnat for Feb. 3, 1923, 
page E 


Texas Midland Railroad, a north and south steam road, 
so that its passenger trains use the interurban depot. 
Both the Texas Midland Railroad and Texas Interurban 
Railway sell through tickets to points on the other road 
at short-line rates. They also have co-operative adver- 
tisement service. The Texas Midland Railroad has 
accommodated its schedules to the new interurban line 
and soon will operate gasoline motor cars with greater 
frequency than is possible at present with steam equip- 
ment. Ultimate plans contemplate the electrification of 
the Texas Midland Railroad. 

The Texas Construction Company was organized to 
build and equip the line, with Richard Meriwether as 
vice-president and general manager. B. R. Brown, 
chief engineer, had supervision over all designing, pur- 
chasing and construction of the line. . The writer, as 
superintendent of construction, had charge of all con- 
struction work. W. R. Burns, assistant secretary and 
treasurer, handled the financial matters. B. Frank 
Cooke superintended the building of substations and 
installation of electrical equipment. H. N. Clagett and 
B. H. Hart were resident engineers. 

A ruling grade of 2 per cent was maintained. The 
only variations in excess of this grade are the ap- 
proaches to an overpass of a steam road and to follow 
the existing grades of streets traversed. This neces- 
sitated some short 3 per cent grades. The maximum 
degree of curvature in high-speed territory is 3 deg. 
In the 26 miles not included in the limits of incor- 
porated towns there are but 116 deg. of curvature. The 
total curvature in the 29.3 miles constructed is 490 
deg. Actual surveys of drainage areas were made 
where they were less than 500 acres. Talbot’s formula 
was used for determining the size of waterways. The 
track outside the corporate limits of the towns served 
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is on private right-of-way 100 ft. wide, with additional 
width where required. 


ROADBED GRADING AND TRESTLING 


During the several months required for preparing 
and acquiring the right-of-way deeds, 2 miles of the 
grading was done by a small outfit. On Nov. 1, 1921, 
a general contracting firm began the grading, trestle 
bridging and drain pipe laying. On March 1 following, 
95 per cent of the distance and 90 per cent of the 
roadbed was complete. In moving the 194,000 cu.yd. 
of excavation and 306,000 cu.yd. of borrow, nearly 
every kind of grading apparatus was used, including 
slips, fresnoes, Western wheelers, Maney wheelers, ele- 
vating graders and steam shovel with wagons and a 
dragline. 

The minimum width of roadbed excavations was 26 
ft., and slopes one and one-half to one. Embankments 
up to 20 ft. in height have an 18-ft. crown. For each 
additional 5 ft. in height the crown was made 2 ft. 
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E-30 loading. This construction work started on Nov. 
1 and was completed in four months. The substruc- 
tures contain 465 cu.yd. of reinforced concrete, and 
the superstructures weigh a total of 189,000 lb. One 
85-ft. pony truss on reinforced concrete piers spans the 
east fork of the Trinity River. One span of 52-ft. 
through girders on reinforced concrete abutments over- 
passes the Dixie Highway. The railroad overpass 
consists of three spans. Fifty-two-feet through girders 
on steel pedestals and concrete footings clear the tracks 
and the approaches consist of 35-ft. deck girders span- 
ning to reinforced concrete abutments. 


TRACK LAYING AND BALLASTING 


Trackwork started on Aug. 1, 1922, and ballasting 
two weeks later. The rail, of 70-lb. A.S.C.E. section, 
was laid with *s-in. x 53-in. spikes, standard four-hole 
24-in. angle bars, and #-in. x 3#-in. Harvey grip bolts. 
Untreated white oak 6-in. x 8-in. x 8-ft. ties spaced at 
24-in. centers were used. All curves were tie plated 
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Route of New Texas Interurban Railway 


wider. Embankments made with wagons were carried 
out in 6-ft. layers. A 10-ft. embankment through 
bottom lands was built with a dragline shovel in three 
layers, each lift being thoroughly rolled with a 10-ton 
roller. Several heavy rains and a 6-ft. overflow have 


done this part of the embankment no serious damage. 


No material was wasted from excavation, overhaul be- 
ing paid on it to adjacent embankments. 

It required 2,940 lin.ft. of reinforced concrete pipe 
of 24 to 48 in. diameter to care for the small drainage 
through the roadbed. One 6-ft. x 7-ft. reinforced con- 
erete box, 143 ft. long, was constructed. Galvanized, 
corrugated cast-iron pipe, 18 in. to 30 in. in diameter, 
was used under road crossing ramps, etc., 1,600 ft. 
being required. 

There are 4,886 lin.ft. of trestle on the line. Bents 
are at 14-ft. centers having four long-leaf yellow pine 
piles (12-in. butts), and averaging 12-ft. penetration. 
The piles had 12-lb. full-cell treatment, the creosote oil 
being applied at about 190 deg. F. A final vacuum was 
applied for cleaning the surface of the piling. Where 
penetration could not be obtained concrete footings 
and 12-in. x 12-in. posts were substituted. Two-ply 
chords were used in the deck, and ties spaced with 
16-in. centers. All decking was of untreated 90 per cent 
long-leaf yellow pine. 

The three steel structures were designed for Cooper’s 


with Sellers type “G,”’ 6-in. x 8-in. x #-in. anchor- 
bottom tie plates. The outer rail was elevated on curves 
for a car velocity of 35 m.p.h. 7 
In carrying out the construction work on the track 
and overhead, two widely different methods were used. 
One was to build the track first and then do the trolley 
work, the other to build the overhead and follow with 
the track laying. Steam locomotives and flat cars were 
used in laying 19 miles of track extending west from 
Terrell. The cars of rail were carried in front of the 
engine and the tie cars behind. Three wagons were 
used to haul the ties ahead. A mule on each side, with 
a short chain and snatch hook attached to its single- 
tree, dragged forward the rail as it was thrown off the 
cars. With a gang of thirty-five men, an average of 
530 ft. per hour was laid, half tied and quarter spiked. 
Full tying, spiking and lining were kept within a mile 
of the end of the track. 
The remaining portion was laid with two-car electric 
‘ work trains out of Dallas. The ties were carried ahead 
on the flat car and the rail on the motor car. Specially- 
constructed work cars were built in the Dallas Railway 
shops for this purpose. The motorman’s cab was at the 
center of the car and elevated 15 in. above the floor to 
permit stacking the steel on the car. The ties were 
carried ahead by hand and mules dragged the rail, as 
in the other instance. This method, using thirty-eight 
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At Left, Type of Building Construction Used for Automatic Substations. 


men nine hours per day, averaged 1,584 ft. full tied, 
spiked and lined per day. 

Ballast for the eastern 14 miles was hauled from 
Terrell by steam engines in center-dump ballast cars, 
averaging twelve carloads per day. The gravel ran 
about 60 per cent aggregate with very little clay, 1,850 
cu.yd. being used per mile to make a 6-in. raise. Ballast 
for the remaining portion was hauled from Dallas by 
three electric Differential, side-dumping cars, averaging 
four trips each per day. This gravel ran about 50 
per cent aggregate, 35 per cent sand and 15 per cent 
clay. The same amount of this was used for a 6-in. 
raise. A Doone scraper (go-devil), attached by a cable 
to a small street car, pulled the ballast into the center 
of the track. 

In addition to the 29.3 miles of first main track, 1.13 
miles of second main track, three sidings, three wyes 
and three spurs were laid. In Dallas ~ mile of the 
double track is in hard surface paving, with concrete 
base. On private right-of-way the main-line track 
occupies double-track position, the pole lead being on 
the center line of the right-of-way. 

Power for the line is furnished by three substations, 
one of which, located in the city of Dallas, is manually 
operated. The two others are automatically operated 
and are located 14 miles and 27 miles from Dallas. A 
300,000-cirec.mil feeder and No. 0000 grooved trol- 
ley are used as conductors. The substation equipment 
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At Right, Mesquite Substation Layout 


was furnished by the General Electric Company. The 
automatic stations are supplied with power at 22 kv. 
from the high-tension line of the Texas Power & Light 
Company serving this territory. This voltage is stepped 
down to 445 through three single-phase transformers 
and is converted into direct current by means of a 
300-kw. synchronous converter. 

In addition to the power transformers and con- 
verters, each station is equipped with a.c. and d.c. 
arresters for lightning protection, one 5-kva. control 
power transformer, instrument transformers and auto- 
matic switching equipment for performing the starting 
and stopping operations ordinarily done by the station 
operator in manually-operated stations. Various pro- 
tective devices safeguard the station against damage 
by abnormal conditions or irregularities occurring on 
the system or within the station. 

The Ohio Brass Company furnished the line material 
for the overhead system, which is of the catenary 
type with five-point suspension, supported by single 
poles set 7 ft. deep and spaced 150 ft., except around 
curves and in streets, where double-pole direct sus- 
pension is used. Pole spacing in streets was reduced - 
to 100 ft. Lightning arresters, feed-in taps and 
ground taps were placed six per mile. 

Long-leaf yellow pine 35-ft. poles, 7 in. to 8 in. tips, 
gained and roofed before being creosoted, were used 
in the lead. All poles were treated by the Lowry 


Work Car and Trailer Used in Line and Track Construction 
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Texas Interurban 
Railway 
No. 1—Arrangement of 


catenary in passing from 
curved to tangent track. 


No. 2—tTypical track 
and trolley construction on 
eurve showing heavy fill. 


No. 3—Overpass of T. 
& P. Railroad near Dallas. 


No. 4— Overhead con- 
struction at siding. 


No. 5—How eatenary is 
| earried under public road 
| overpass. 
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At Left, Station at Terrell, Tex. 


process using English oil (grade No. 1, American Wood 
Preservers’ Association) with specific gravity of 1.03. 
The 30-ft. poles used for stubs and span construction 
were made by cutting 5 ft. off the ends of stock poles. 
Where this was done, the cut surface was treated with 
creosote preparation applied cold. 

The 5-ft. ends cut from stub poles were used for 
back-guying at storm guys, which were placed every 
half mile on tangents and at each end of curves. Spe- 
cial curve hangers were used by stringing the mes- 
senger sufficiently outside the center line of the curved 
track to hold the trolley to the proper position. By 
bringing the messenger back to true line at the strain 
plate in the storm guy at each end of the curves the 
trolley was held in proper alignment. The trolley was 
made “hot” as each mile or so was completed. 

All rail joints were bonded with No. 0000, Type 
A. W., Form 2 arc-weld bonds. At all feed-in taps 
No. 0000, Type A. W., Form 8 cross bonds were used. 
Two portable electric welders were operated by the 
day shift and two heavier ones, mounted one on each 
end of a work car, bonded at night. 

On the eastern half of the line, the pole gang of 
eighteen men used a gasoline motor car and trailer for 
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At Right, Typical Wayside Waiting Shelter 


transportation. Three days were devoted to hole dig- 
ging, and poles were set every fourth day with a steam 
train and derrick. This required but half of the day 
and averaged eighty poles. Gravel for tamping the 
poles, which was done on the same day, was taken 
from the track ballast as it had not been dressed off. 
Bracket arms were placed, messenger, trolley and 
feeder were strung and pulled with the steam train 
by a gang of six linemen and a foreman. They aver- 
aged 0.8 mile per day for the 17 miles built in this way. 

On the western portion of the line, the gangs and 
tools were carried out of and into Dallas by trucks. 
All poles and fixtures, gravel and wires were hauled and 
placed by trucks, excepting the feeder, which was 
strung with a line car after the track was laid. The 
pole gang on this end of the line, consisting of fifteen 
men and a truck, erected 480 poles in forty-one work- 
ing days. 

Two metallic-return telephone lines were strung on 
the same crossarms with the feeder. A single pin on 
the track side of the pole carries the feeder, and pins 
on the outside carry the four telephone wires. Trans- 
position pins occur every 1,000 ft. Under normal con- 
ditions one circuit cares for dispatching and other com- 


One-Man, 30,000-Lb. Car Used by New Texas Line. Inset, Comfortable Seats, Wide Aisle and Observation 
Compartment Are Features of the Interior 
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mercial business. These two lines are arranged at all 
telephones, with the necessary two-way knife switches, 
so that in case of trouble on a circuit any section of 
either line can be cut out and the other circuit used in 
dual service. At passing tracks and substations, 4-ft. 
x 4-ft. telephone booths are provided. 


DEPOTS AND WAITING SECTIONS 


Brick veneer depots were built at the principal sta- 
tions. Those at. Mesquite and Forney are 20 ft. x 32 ft. 
and that at Terrell is 20 ft. x 64 ft. Track wyes are 
provided to serve the express room. At Dallas the line 
uses the joint interurban passenger and express ter- 
minals in common with the other interurban roads. 

Shelters have been placed at seventeen public road 
crossings. They are 6 ft. x 10 ft., with one open side. 


ROLLING STOCK 


The rolling stock consists of five passenger cars and 
two express cars, which were designed under the per- 
sonal supervision of J. L. Brown, master mechanic of 
the Dallas Railway, and built by the American Car 
Company. These cars are 45 ft. in length and 8 ft. 
6 in. in width over all. They are mounted on Brill 77-E 


trucks at 25-ft. centers. They are equipped with 26-in. 
rolled steel wheels, having 3-in. treads and 1% in. 
flanges, #8 in. high. The equipment consists of four 
35-hp. G. E. 265 motors, with K-35-G2 controllers, Elec- 
tric Service Supplies Company’s compensating lighting 
fixtures, and 150-watt headlights of the Golden Glow 
type, with dimming device. The cars are painted 
medium Malori green, with ivory finish. 

The passenger cars are of the one-man type. A door 
in the rear vestibule permits a car to be used as a 
two-man car when traffic requires. The doors are of 
the sliding type, operated pneumatically. The cars seat 
fifty-four passengers, having 37-in. seats upholstered in 
green plush and a 27-in. aisle. Grab handles are of 
aluminum to avoid hand sweating and tarnishing. The 
cars complete weigh 30,000 lb. 

One two-car work train, with a tower for line work, 
and two Buda No. 19-L air-cooled gasoline motor cars 
are provided for section work. This equipment also 
was used in the construction work. 

No shops or carhouse facilities have been provided, 
as the cars will be cared for at the carhouses and shops 
of the Dallas Railway, which has ample facilities for 
handling the work. 


Some New Light on Electrolysis 


Earth Potential Gradients Main Factor in Determining Electrolysis—Many of the Assumptions 
Heretofore Made in Regard to the Flow of Currents in Pipes Are Erroneous— 
The Earth Current Meter Has Yielded Data of Great Value 


By E. R. Shepard 


Consulting Electrical Engineer, Chicago; formerly Electrical 
Engineer United States Bureau of Standards 


interpretation of experimental data is so baffling 

and difficult of analysis, and in which a proper 
sense of judgment and proportion is so necessary, as 
that of stray current electrolysis. This is not because 
stray currents fail to obey the ordinary and well-known 
laws relating to the flow of electric currents, but rather 
because of the difficulty in obtaining a proper sense of 
proportions of the numerous variable factors involved. 
In the first place, in dealing with stray earth currents 
we are concerned with a secondary or residual effect, 
the major portion of the current, as a rule, being 
returned on the rail circuit. Moreover, the shunt path 
over which stray currents flow is a most complicated 
one, including underground structures in various rami- 
fications as well as the limitless earth with its water 
courses and geologic variations. With this complex 
circuit involving variable and unknown resistances and 
relations, it is not surprising that great difficulty is 
often encountered in determining the course and effects 
of stray currents. 


"Litem: are few technical problems in which the 


POTENTIAL DIFFERENCE DATA 


Potential difference measurements between under- 
ground piping systems and adjacent electric railway 
tracks have long been used to indicate electrolysis con- 
ditions, although practically all engineers have known 
that such measurements do not afford a reliable criterion 
as to the actual hazard to which the pipes are exposed. 
The need for a better method of determining: electrolysis 
conditions has long been recognized and led to the recent 


development of the earth current meter by the Bureau 
of Standards, an instrument which measures the current 
density in the earth rather than potential differences 
between structures. 

The limitations of potential difference measurements 
as an electrolysis criterion have been ascribed largely to 
varying earth and roadbed resistance and vaguely to 
“other local conditions.” Earth resistivity undoubtedly is 
an important factor, but there are other factors which 
are thought to be of even more importance. It is the 
object of this article to discuss. these and, if possible, to 
modify or clarify the prevailing conceptions regarding 
the flow of earth currents in such a manner as will be 
helpful to those who are interested in this branch of 
engineering and research. The conception here pre- 
sented is largely the result of a careful analysis of 
recent intensive studies with the earth current meter, 
supported by previous observations and experiences in 
the field. 


USUAL METHODS OF REPRESENTING STRAY 
CURRENTS MISLEADING 


The usual elementary explanation of stray current 
electrolysis as set forth in the report of the American 
Committee on Electrolysis and numerous papers and 
articles includes a diagram similar to Fig. 1. which 
shows current leaving the tracks and flowing to the 
pipes in areas remote from the supply station, and after 
being transmitted along the pipe through the neutral 
area, discharging to the rails in the vicinity of the supply 
station. 
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This diagram, while not altogether incorrect, gives a 
false and exaggerated idea of the extent to which: pipes 
as a rule transmit stray currents. Such a condition as 
thus graphically depicted may prevail under special or 
exceptional conditions as, for example, where a welded 
steel main or other-low-resistance and continuous con- 
ductor in direct contact with the earth parallels an elec- 
tric railway for a considerable distance and has few 
or no laterals or services. Under simple conditions of 
this kind, the pipe will perform in accordance with the 
usual diagrams and explanations, and current collection 
or discharge at any point will be approximately propor- 
tional to the magnitude of the potential difference be- 
tween the pipe and the track. 

The usual condition, however, is quite different, in- 
volving pipe networks, either continuous or discon- 
tinuous, with many services and laterals, and is so 
different from the simple example just cited that the 
usual explanation fails utterly to account for following 
commonly observed phenomena: 


ELECTROLYSIS ANOMALIES 


1. Attempts to locate currents on pipes in neutral or 
positive areas almost invariably meet with negative or 
insignificant results unless the pipes are metallically 
bonded to the railway return circuit. It is a matter 
of frequent comment and experience that pipe currents 
of magnitude are not found where they logically should 
be expected. 

2. Severe electrolytic damage is often observed on 
service pipes crossing under electric railway tracks 
where no appreciable damage has occurred on the main, 
although the main may be positive to the rails. 

3. Earth current measurements often reveal a dis- 
charge from mains strongly biased toward parallel elec- 
trie railways, that is, when the angle between the pipe 
and the track approaches 45 deg. In many instances 
such mains have been found to be collecting current on 
one side and discharging on the opposite side, although 
potential difference measurements show them to be 
strongly positive to the track. An example of this kind 
was observed in New Orleans in 1922, and is illustrated 
in Fig. 2. A 6-in. castiron main 3 ft. deep and parallel- 
ing an electric railway track at a distance of about 
4 ft. was 1.65 volts positive to the track. The main was 
uncovered and the end of the trench squared WD us 
polar diagram of current discharge was obtained by 


Saas 
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Fig. 1—Common but Misleading Method of Representing 
Stray Currents 


taking readings at 15 deg. intervals with the non- 
polarizing electrodes and the earth current meter. The 
main was found to be collecting current on one side and 
discharging it toward the track on the other side. The 


current density at different points is shown in the 


diagram in milliamperes per square foot of pipe sur- 
face. This condition is typical of many other observa- 
tions made on pipes paralleling electric lines. 

An extreme and striking case has recently developed 
in which a cast-iron main, 7 ft. from a track and posi- 
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tive to it by about 4 volts, was found by the earth 
current meter to be collecting current. The main was 
in good condition, but the services which extended under 
the track were badly corroded and were found to be dis- 
charging heavily. 

In attempting to explain these various phenomena, it 
will be necessary to present certain ideas which, though 
not contrary to usual conceptions, may be stated in such 
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Fig. 2—Polar Earth Current Diagram Showing Transverse 
Electrolysis. Pipe 1.65 Volts Positive to Track 


a way as to seem at variance with them. The ideas 
which it is desired to present are but partially and 
inadequately embodied in the following statements: 


LATERAL VERSUS TRANSVERSE POTENTIAL GRADIENTS 
RESPONSIBLE FOR ELECTROLYSIS 


1. Lateral, as against longitudinal, potential gradients 
in the earth are directly responsible for stray current: 
electrolysis. 

2. The function of underground structures in the 
longitudinal transmission of stray currents is small and 
almost negligible in comparison with the part played by 
the earth, unless such structures are electrically drained 
to the railway return circuit. 

3. Piping systems in general assume the average 
potential of the earth in which they are buried and 
limited portions of such systems should be considered 
as equipotential bodies and not subject to the same 
potential gradients that exist in the earth. 

4. Potential gradients in the earth are in general 
very much smaller in a direction parallel to street rail- 
way tracks than at right angles to them. 

5. The familiar over-all voltage curves showing the 
potentials of tracks, earth and pipes are misleading, 
as such potential profiles cannot be made to apply to 
the earth as a mass nor to the structures as a network 
without rigid qualifications. Such profiles are applicable 
only to line conductors such as a wire or an electric 
railway line. 

The significance of these statements will be better 
understood by the following explanations and _illus- 
trations: 

Consider an electric railway line for which the over- 
all potential curve is shown as A in Fig. 8. Because of 
the fall of potential along the track, current will leave 
the rails in the area remote from the supply stations and 
return to them near the supply stations as indicated by 
the arrows B and C. The stray currents in the earth 
will in general assume long, sweeping stream lines which 
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will be substantially perpendicular to the track for a 
considerable distance and which will reach great dis- 
tances before they again converge to return to the 
track. The potential gradients in the earth will, there- 
fore, be steep in a direction perpendicular to the tracks 
and slight in a direction parallel to the tracks. Another 
way of expressing this idea is by saying that most of 
the over-all potential drop through the earth is consumed 
in discharging the current at one end of the line and 
collecting it on the other end and relatively little in 
transmitting the current longitudinally through the 
earth. 

The potential gradient. curves in the earth in a direc- 
tion perpendicular to the tracks at the two ends of the 
line are shown as D and #. The curve D is drawn from 
the extremity of the over-all track potential curve which 
represents the potential of the rail at that point. It is 
steep, close to the track, and becomes almost horizontal 
at a remote location. The curve # at the supply station 
is even more steep and rises to almost the same level 
as that assumed by D. The distances from the tracks 
at which such curves will become practically flat will 
depend upon the earth and roadbed resistances, but in 
general there will be very little change in earth poten- 
tial at distances greater than 200 to 300 ft. from 
the track. This means that the over-all potential drop 
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Vig. 3—Potential Curves of Track and Earth 


in the earth will be very small if the reference points are 
taken several hundred feet from the two ends of the 
railway line in question. It follows, therefore, that 
pipe networks through which electric railway lines 
extend will have but little tendency to transmit current 
from one region to another, although high local gra- 
dients may exist on them in a direction perpendicular 
to the track, causing local currents and consequent col- 
lection and discharge of current at different points, 
The difficulty of attempting to draw a curve to repre- 
sent the potential of the earth at various points along 
the track is at once obvious when it is seen that the 
form of such a curve would depend entirely upon the 
distance from the track of the reference line. 


ELECTROLYSIS CONDITIONS IN DIFFERENT FORMS OF 
PIPE NETWORKS 


Various conditions which obtain in practice will be 
discussed with reference to the possibility of stray 
current electrolysis. 

In Fig. 4 is shown a potential gradient curve in the 
positive area which represents the potential of the earth 
at the depth of the pipes, say 4 ft., and in a direction 
perpendicular to the tracks. The base line to which it 
is referred is the track potential at that point. Con- 
sider a very small piece of iron, or other metal, A, 
buried in the earth. It will assume the potential of 
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the earth at that point and will neither collect nor dis- 
charge current. A metal bar placed horizontally in the 
earth will be an equipotential body or nearly so and will, 
therefore, assume the average potential of the earth in 


_ which it lies as shown at B. One end of such a bar will 


collect current and the other end will discharge it, the 
magnitude of the current depending upon the length 
of the bar and the steepness of the gradient in the earth. 


yFotertial of tracks 


Fig. 4—Positive Area Near Power Supply Station 


A sphere or a cylinder of appreciable size, as for ex- 
ample a pipe, will assume a potential as shown at C and 
will be subjected to slight transverse electrolysis. That 
is, it will collect current on one side and discharge it 
on the other. This condition prevails in the case of a 
main paralleling an electric railway and having but few 
services or laterals. However, if such a main line is 
close to the track and parallels it for a considerable dis- 
tance the longitudinal gradient will tend to make one 
end positive to earth and the other end negative. In 
such a case the magnitudes of the potentials will be 
governed largely by the distance between the mains 
and the track. 

Consider now a main parallel to and a few feet dis- 
tant from an electric railway and carrying services 
which extend under the track. The main and services 
will comprise an equipotential system and will assume 
an intermediate position, such as DE in the earth po- 
tential field which they occupy. In this case the services 
will be positive to the track and also to the earth, while 
the main itself being at the same potential as the sery- 
ices will also be positive to the track, but may actually 
be negative to the earth and collecting current from it. 
Such a condition has recently been observed under con- 
ditions similar to those just described. The main had 
few laterals but a large number of services which con- 
trolled its potential to a large extent. In the case re- 
ferred to, the piping system was from 8 to 4 volts 
positive to the tracks. The earth current meter showed 
the services to be discharging heavily to the earth under 
the tracks, and the main to be collecting slightly. 


Foterrtial of earth 
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Fig. 5—Negative Area Near End of Line 


Still another and the most common condition is illus- 
trated by the piping system GFH. The main F extends 
parallel to the rails but is connected to numerous laterals 
FG which have a greater influence in determining its 
potential than do the small services FH. The system 
will, therefore, assume some such potential as that indi- 
cated in the diagram, in which the network in general 
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will be negative to the earth and the services strongly 
positive to it. The main in question may be either 
positive or negative to the earth, depending upon its 
position with respect to the track as well as the loca- 
tion of that portion of the network which controls its 
potential, Or it may be, and often is, subject to trans- 
verse electrolysis, collecting current on one side and 
discharging it on the other. 

In a negative territory, the condition will be that 
shown in Fig. 5. Here the pipes collect current under a 
high potential difference shown as P, and discharge it 
from a relatively large area at a small potential dif- 


ference, P,. The area of discharge is ordinarily so 


large and the current density so small that electrolytic 
damages are not discernible. Contrary to this, in the 
positive territory the current is collected over a rela- 
tively large area at a small potential difference, P,, and 
discharged near the tracks at a high potential differ- 
ence, P,. Naturally there will be some current trans- 
mitted along the piping system from the negative to 
the positive area, but in many instances, and particu- 
larly where long feeding distances are concerned and 
not very dense piping systems, this amount will be 
small in comparison to the total amounts of current dis-: 
charged and collected by the pipes. 


POTENTIAL DIFFERENCE NOT A CRITERION 


It is evident from the foregoing that potential dif- 
ference measurements between pipes and tracks give 
practically no information as to the density of current 
discharge or collection at any particular point of the 
pipe surface. However, they do indicate the possibility 
of danger to that portion of the piping system, usually 
the services, which most closely approaches the tracks 
in the area under consideration. It is possible that a 
fairly definite relation exists between current density 
at pipe surfaces and potential differences for a given 
set of conditions involving earth resistivity, roadbed 
construction, size of pipe and distance between pipe and 
track at nearest approach. While these factors are 
variable and some of them often indeterminate, thereby 
preventing an accurate evaluation of their quantitative 
significance, it may safely be assumed that high poten- 
tial differences between pipes and tracks are accom- 
panied by damage to some portion of the piping system. 

The foregoing also explains why small.potential dif- 
ferences between adjacent piping systems or between 
pipes and cable sheaths are not indicative of current 
discharge between such structures. As a rule, meas- 
urements of this kind merely show the change in the 
earth potential between the points occupied by the two 
structures. If, however, by drainage or by any other 
means, one system is caused to assume a potential 


greatly different from that of the adjacent earth, there 


will be a local gradient in the earth near the drained 
structure which may cause local electrolysis at points 
of intersection with other systems. The potential dif- 
ference observed between grounded systems may, there- 
fore, be considered as active only at the points of 
nearest approach of the two systems and not through- 
out their course generally. 

No attempt has been made here to consider the numer- 
ous variables which enter into the electrolysis problem. 
The sole object has been to present a proper concep- 
tion of the directions and relative magnitudes of poten- 
tial gradients in the earth, with the thought that it 
may be of value to others in analyzing and interpreting 
electrolysis phenomena. 


Central Station for Interurban 
Lines at Kansas City 


* Proposed Building Provides Excellent Terminal Facil- 
ities and a Modern Office Building—lIt Will Be 
Located Near Center of Retail District— 
Construction to Be Begun May 1 


RRANGEMENTS have been made to underwrite 

$2,950,000 of bonds for the proposed central station 

for the interurban lines entering Kansas City, and con- 

struction of the building and station will begin May 1. 

It is expected that the electric lines will use it imme- 
diately on completion, which will be within a year. 

The station is to be erected by the Interurban Central 
Station Company, which has the following officers: 
President, C. C. Peters, secretary Emery-Bird-Thayer 
Dry Goods Company; vice-president, R. A. Long, head 
of the Long-Bell lumber interests and owner of a mod- 
ern office building one block from the station; secretary 
and general counsel, W. C. Scarritt, attorney, interested 
in the Scarritt Building, within two blocks of the 
station, and interested in much Kansas City residence 
and business real estate. The architects are Wight 
& Wight of Kansas City. 

The following electric railways entering Kansas City 
are under franchise obligations to use the new station, 
and contracts for such use exist with them: Kansas 
City, Clay County & St. Joseph Railway; Kansas City, 
Kaw Valley & Western; Missouri & Kansas (“Strang 
Line’); Kansas City Western (Leavenworth Line) ; 
Kansas City, Lawrence & Topeka. The Kansas City 
Railways is, of course, a party to contracts with the 
entering lines and with the central station company. 

The site of the station is at the northeast corner of 
Tenth and McGee Streets, the company owning 304 ft. 
on McGee and 128 ft. on Tenth, and also a strip in the 
center of the block through to Oak. The building will 
be erected on the corner with 200 ft. frontage on McGee 
Street. The ground floor will be used for the passenger 
station, except for stores and a restaurant on the street 
frontages. The concourse and waiting rooms will have 
the height of two stories, a mezzanine floor around the 
waiting room, being used for beauty shops, writing 
rooms, etc. The main building will be ten stories in 
height on the McGee, Tenth and trainshed sides, with 
an open court above the concourse and west side of 
the building. This will provide light and air for the 
offices, the concourse having a_ skylight. Public 
entrances will be on both McGee and Tenth Streets. 


BUILDING WILL HAVE MANY GOOD FEATURES 


The building will be high class in every respect. The 
concourse or main lobby will be finished in marble with 
marble columns and tile floors. It will contain the 
ticket offices, baggage and parcel windows. Entrances 
to the restaurant and the various stores will also be 
included. There will be a large general waiting room, 
and a separate waiting and retiring room for women 
will be provided. 

The trainshed will have six tracks, each of which 
will hold six cars. North of the trainshed will be a 
building for the trainmen and an emergency hospital. 

All trains will enter the station over the tracks of 
the Kansas City Railways via Tenth and Oak Streets. 
They will loop through the station and leave by way 
of McGee Street. 

The location of the station downtown, at the very 
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| | Plan of New Interurban Station for Kansas City, Mo. 


edge of the high-class shopping district, is considered ing the site and who enlisted Mr. Woods’ aid, were 
significant. This was a factor in the decision to pro- instrumental in securing the franchise and in organiz- 
duce a particularly fine type of building, which should ing the central station company. 

assist in development of the downtown district. The Tos ee 

location will, it is said, also greatly encourage traffic Compulsory Motor Insurance 


because of its convenience, visitors leaving trains close SERIES of arguments on the need of compulsory 
to the business center. The fact that trains and wait- insurance to cover accidents caused by automobiles 
ing rooms are on the same ground floor also is expected pag recently been made public by Jonas Rice, general 
to encourage traffic. : manager of West Chester Street Railway, Philadel- 
About 4,000,000 passengers now come into Kansas phia, Pa., and has been attracting considerable attention 
City annually over the electric lines. The station, it jp Pennsylvania. Mr. Rice advocates the plan of mak- 
is estimated, will accommodate 7,000,000 annually. jing the insurance policy apply not to the driver but to 
Officers of the central-station company suggest that use the car and requiring the showing of such a policy 
of the new station will encourage the construction of before a car is licensed. The Philadelphia Evening 
new electric lines. Bulletin has printed Mr. Rice’s arguments at length, 
The preliminary engineering work toward the loca- with the views of various representatives of automobile 
tion of the central station was done by Robert P. interests on the subject, and, in general, they support 
Woods, now vice-president and general manager of the the plan. A summary is also printed under the heading 
Kansas City, Clay County & St. Joseph Railway. Mr. «A Word for Compulsory Motor Insurance” in the 
Woods made possible trackage layouts at various loca- Literary Digest for March 24, 1923. 
tions, studying them in their relation to connections ooo 
with local and entering lines, and with reference to the During 1922 the London County Council Tramways 
city’s physical and commercial development. These carried 726,000,000 passengers, this being the highest 
studies were considered by the interurbans prior to the number on record. The total shows an increase of 36,- 
organization of the company which financed the pur- 000,000 passengers over 1921, which is ascribed to im- 
chase of the site, and which now has completed steps proved service and lower fares. The average speed of 
toward financing the building. Howard E. Huselton cars has been increased so that it is now the highest 
and Leslie E. Baird, who were given the task of select- tramway speed attained in Great Britain. 
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One-Man Cars Desirable 


At a Hearing in Washington, Statistics and Other 
Testimony Show the Value of One-Man Operation 
from Safety and Other Standpoints 


A HEARING held before the Public Utilities 
Commission of the District of Columbia on the 


A 
~ § subject of one-man cars on Feb. 21 some interest- 


ing testimony was brought out. The hearing was held 
because of complaints by several citizens that the re- 
converted one-man cars recently put in service by the 


Washington Railway & Electric Company were objec- 


tionable. The complainants admitted that the cars had 
a place in transportation 
service, but claimed that 
their service should be con- 
fined to the suburban sec- 
tions. The company has 


seventy of these cars in 
operation. 
W. F. Ham, president 


Washington Railway & Elec- 
tric Company, was the first 
witness. He said that on a 
basis of 1,523,823 car-miles, 
the one-man cars had had 
4.20 passenger accidents per 
thousand car-miles, whereas 
the two-man cars, on a basis 
of 9,991,704 car-miles, had 
had 9.58 passenger accidents 
per thousand car-miles. Cer- 
tain accidents, such as oc- 
cur in boarding and alight- 
ing, have been greatly re- 
duced with the one-man car. 
For accidents of all kinds 
the one-man cars had shown 
29.92 per thousand car-miles 
as against the two-man car 
figure of 30.04. This includes every accident, even 
trivial ones. Other figures were given to show the 
greater immunity from accidents with the one-man car. 
The only serious accident which has been experienced 
was when a controller flashed and some of the passen- 
gers became panic-stricken and tried to get out quickly 
by the windows instead of the rear door. To prevent 
a recurrence of this trouble, since that time a line 
switch has been installed, and a painted handle to indi- 
cate the means of opening the emergency exit door. 
The accompanying view of the interior of the car shows 
this emergency handle at the right of the vestibule and 
over the ratchet brake wheel. The emergency handle 
is painted with stripes, and lettering appears just above 
it reading “emergency door lever.” It is true, Mr. Ham 
continued, that the car has only the front entrance, but 
this he considered an advantage as the emergency exit 
would not be blocked. The most serious accident the 
eompany ever had was with an open type of car where 
there were twenty-eight exits, fourteen on each side. 
Data on comparative accidents with one-and two-man 
cars as given in the accompanying table were presented. 

The patronage in Washington did not indicate that 
the cars weren’t popular there. On the lines on which 


Front of One-Man Car, Showing Emergency Door Lever 
with Painted Handle 


these cars were being operated, during the last five 
months there had been a slight increase in traffic, 
whereas on the whole system there had been 1.14 per 
cent decrease. Mr. Ham brought out that the discon- 
tinuance of one man on seventy cars during the year, 
even at the higher wage paid for one-man car opera- 
tion, would save the company $157,000 a year. The in- 
come of the company during 1922 available for a return 
was $739,620, which was 
$315,886.short of 6 per cent 
on the value of the property 
as determined by the com- 
mission. If the one-man 
cars operated had not been 
available this income would 
have been reduced by $71,- 
879. Particulars were also 
given of the extent ~of the 
one-man car service in other 
cities. 

The cost to convert the 
cars was about $1,800 a car. 
The cost of a new car would 
be ‘$7,702, about the same 
as foratwo-mancar. Views 
of the one-man car operated 
were shown. 

Henry G. Bradlee, Stone 
& Webster, the next witness, 
then gave some particulars 
of the thirty street railways 
operated by that organiza- 
tion and the deyelopment of 
the Birney carin1916. The 
; success with this led to the 
development of the larger double-truck one-man car. 
The Stone & Webster organization now operates about 
500 Birney cars, both single and double truck, and 100 
converted cars. Records kept by Stone & Webster show 
that on their properties during a recent twelve-month 
period 18,000,000 car-miles were run by one-man cars 
and 14,000,000 by two-man cars, with accident records 
per 10,000 car-miles for the one-man cars 3.8, and for 
the two-man cars 5.76, or 34 per cent less for the one- 
man car. Serious injuries had decreased 51 per cent 
with the one-man car. Mr. Bradlee attributed the re- 
duction of accidents principally to the decrease in step 
accidents, because passengers board the car under the 
eye of the operator. He pointed out that in Philadel- 
phia the Chamber of Commerce of that city had inves- 
tigated the conditions on this type of car in 136 cities 
and approved the operation of the car for Philadelphia. 

In St. Joseph, Mo., at the request of City Council, 
the city engineer had carried on extensive experiments 
to determine the value of the safety devices on the 
one-man type of car and had reached the conclusion 
that the car with these safety devices was safer than 
the ordinary two-man car. In the course of these ex- 
periments a Birney car was started at the top of an 
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11 per cent grade after the trolley had been pulled 
down and the air and hand brakes had been discon- 
nected, but the motorman was able’ to stop the car 
within 120 ft. by reversing the motors. In Seattle the 
municipality had continued and extended the use of 
one-man cars on the recommendation of Peter Witt. 
In Detroit one-man cars had been forbidden until the 
city engaged in street railway operation, when a num- 
ber of Birney cars were immediately ordered. ° 

Mr. Bradlee said that sometimes the charge was made 
that there was excessive physical and mental strain to 
the operator of a one-man car. That this is incorrect 
is shown by the fact that companies have no difficulty 
in securing volunteers among their operators to take 
these cars because of the slight bonus paid, and by the 
fact that accidents are reduced, which would not occur 
if the operator was subject to undue strain. 

Tests have shown that it takes a group of passengers 
somewhat longer to board Birney cars than two-man 


COMPARISON OF INJURY ACCIDENTS WITH TOTAL ACCIDENTS | 


DIVIDED AS TO ONE-MAN CARS AND TWO-MAN CARS FOR 1922 
One-Man Car Accidents Two-Man Car meee 


Injury Total Per — Injur: ‘otal er 
Acci- Acci- 100,000 Acci- Acci- 100,000 
dents _ dents Car- ~ den dents Car- 
Number Number Miles Number Number Miles 
Passenger Accidents: 
Boarding. ..<-<s «siete 4 12 0.79 79 74s ee eG 
Abghtiig. uses tec ee 5 15 0.98 126 423 4.24 
Fell from car.......... 0 0 oes 3 18 0.18 
HOU iN Gard. schon Gee eles 7 17 1.12 58 143 «1.43 
Stealing ride. . 0 0 Rag 0 mate 
Brake handle. . 0 0 es 11 1 a 
Collision of cars. 2 20 bot 91 0.91 
Non-Passenger Aocidentas 

Collision, vehicles. ..... 10 361 23.69 74 1,686 16.87 
Collision, persoms...:.. 10 13 0.85 51 | a a 44 
Car off track.......... 0 0 ae 4 5. 10205 
Assaults, ejec.,ete...... 0 1 0.06 0 24. 0.24 
Property damage...... 0 3 0.20 0 3205-0. 32 
Miscellaneous......... 8 14 0.92 95 176 «61.76 
"POtal, con ncsle oe 46 456 29.92 508 3,002 30.04 


Notes: 10.1 injury accident per 100 one-man car accidents. 
; 16, 9injury aocident er 100 two-man car accidents. 

One-man car-miles, 1,5 823: two-man car-miles, 9,991, 704. 
favor of one-man cars per foo 000 car-miles, 5.38. 

Percentage of one-man accidents to two-man accidents involving personal 
injuries, 9.0. Percentage of one-man mileage to two-man mileage, 15, 2. 


Accidents in 


cars, perhaps a quarter of a second longer per passen- 
ger, but the Birney cars have no trouble in making the 
two-man schedule, because of their more rapid accelera- 
tion. The records of the J. G. Brill Company show that 
in percentage of all cars built at its works one-man 
cars constituted in 1917 28 percent, in 1918 42 per 
cent and in 1919 77 per cent. 

The speaker then gave some statistics in regard to 
the practice of the Eastern Massachusetts Street Rail- 
way with one-mancars, 95 per cent of its service now 
being of this type, and said that in all New England 
there are 455 single-truck and 417 double-truck cars for 
one-man operation. The one-man car is used with every 
kind of service except where train operation is advis- 
able, that is to say, it is used in city service, in subur- 
ban service, in one-fare zones, in more than seven zones, 
and in the subway in Boston. Since 1917 nineteen 
states have approved one-man car operation, Montana 
being the latest. 

The one-man car is the effort of the industry to 
adapt itself to modern economic conditions. In 1898 
the cost of operation of the two-man car was practically 
50 per cent of that today, and the one-man car prevents 
the cost going as high as it otherwise would, as each 
car saves from $2,000 to $3,000 a year. 

He considered the Washington Railway & Electric 
Company’s car with its double-door front entrance better 
than a car with a single entrance for Washington con- 
ditions. He did not know of any city in which service 


was given by Stone & Webster where serious opposition 
had developed against one-man car operation. 

C. E. Morgan, Brooklyn City Railroad, was another 
witness. He said that in Brooklyn there are 206 single- 
truck Birney cars, fifty double-truck converted one-man 
cars with a single passageway, and 175 cars whose 
platforms had been lengthened to provide for double 
passageways and to permit either one-man or two-man 
operation. The company has sixty-eight lines, thirty- 
eight of which are operated with one-man cars. In 
January, 19238, the double-truck two-man cars made 
3,332,920 car-miles, the Birney cars 594,337 car-miles, 
and the double-truck one-man cars 260,005 car-miles. 
The one-man cars are used in all sorts of service, in- 
cluding that on the Brooklyn Bridge, and are operated 
on Fulton Street in the most congested part of Brook- 
lyn, where, on this trunk line, they are mixed in with 
other cars and trains, all operating on a nine-second 
headway in the evening rush hour. Their average time 
for loading and unloading is no greater than any other 
car operated in Brooklyn, the average stop being five 
seconds. .On Nassau Avenue these cars run on a two- 
minute headway, in one direction pay-as-you-enter and 
in the opposite direction pay-as-you-leave. It is the 
practice“in Brooklyn to: make frequent traffic studies 
and change the schedule in accordance with the needs, 
but there is only one route, Jamaica Avenue, where 
additional running time is required because of in- 
creased traffic and the one-man car. 

Mr. Morgan also pointed out that traffic officers par- 
ticularly favor the one-man car because when they give 
the signal to start to the motorman he does not have to 
wait for the conductor’s signal. One case where there - 
has been objection to one-man cars in Brooklyn is 
the Nassau Avenue line, where pay-enter had not pre- 
viously been ‘used, and the objection was more to the 
change in the method of collecting fares than to the car 
itself. If it were not for the one-man car, eleven lines 
in Brooklyn would not be paying their way. The aver- 
age schedule speed in Brooklyn for all cars is, average 
per day, 9.7 m.p.h.; rush-hour, 9.204 m.p.h. — 

Brooklyn has often had to increase the number of 
cars on a line to handle the traffic. The figures on acci- 
dents per 100,000 car-miles, as reported by 109 com- 
panies to the American Electric Railway Association, 
are forty-four for the one-man car and eighty-three for 
the two-man car; for collisions 196 for the one-man car 
as against 207 for the two-man car. There have been 
no accidents in Brooklyn due to the use of only one 
man on the car. The experience in Brooklyn did not 
indicate that there were any ill effects to the operator 
from the operation of the one-man cars or that the 
work was considered more arduous. In fact, the men 
preferred the one-man cars because, as one man said, 
“He was his own boss.” Of the surface car mileage 
operated in Brooklyn 20.4 per cent is furnished by means 
of one-man cars. ,. 


VENTILATION PROBLEM SETTLED 


The next witness was William A. Pine of Chicago, 
vice-president of the Railway & Utility Company, manu- 
facturer of the “Honeycomb” ventilators used on the 
cars of the Washington Railway & Electric Company. 
He explained that the ventilator was used extensively 
by street and steam railroads. He presented a chart 
showing the cubic feet of free air discharged per hour 
from a railway car at different wind velocities. He 
pointed out that at 10 m.p.h., the average speed of the 


April 7, 1923 


Washington cars, 17,000 cu.ft. of air per hour per ven- 
tilator would be changed in the car each hour with 
the windows and doors open. With the doors and win- 
dows closed the six ventilators would exhaust 75,000 
cu.ft. of air per hour, equivalent to thirty changes per 
hour. The ventilator is used on 20,000 street and elec- 
tric cars in the United States. It is particularly well 
adapted to one-man cars because a car with closed ends 
does not have the natural ventilation that one does with 
both ends constantly being opened. 

One of the operators then testified. He had been 
running a car for one and a half years and thought it 
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safer than a two-man car, and he had found no trouble 
in performing his duties and had noticed no ill effects 
on his health. The men choose one-man cars in prefer- 
ence. ’ 

J. H. Hanna, vice-president Capital Traction Com- 
pany, said he had had very slight experience with the 
one-man cars, but was very glad to see the commission 
approve them and would object if the commission at- 
tempted to curtail the use of these cars, as some of his 
lines could be operated with satisfactory results with 
the one-man cars. He would probably purchase some 
today if he was in the market for new equipment. 


Better Methods for Taxing Utilities 


Special Committee of National Tax Association Recommends Graduated 
Gross and Net Earnings Tax as Most Equitable Method, and Favors 
Abandonment of Property Taxes for Utilities 


in 1920 a committee was appointed to make a 

study of the taxation of public utilities engaged in 
interstate commerce. This committee was composed of 
Hon. Frederick M. Davenport, member of the New York 
State Senate, chairman; J. G. Armson of the State Tax 
Commission of Minnesota, Fred R. Fairchild of Yale 
University, F. N. Fletcher of the Nevada Public Econ- 
omy League, and M. T. Sanders of the Northern Pacific 
Railway. This committee has just presented’ a report 
covering this. subject. 

In his capacity as chairman of the New York State 
joint legislative committee on taxation and retrench- 
ment Senator Davenport has paid particular attention 
to the subject of utility taxation. The ELECTRIC RAIL- 
WAY JOURNAL at various times has published the re- 
sults of his work. In the issue of Feb. 4, 1922, a volu- 
minous report to the Legislature of New York is ab- 
stracted, covering utility taxation in this state. In the 
issue of Feb. 17, 1923, is the abstract of an address 
by Senator Davenport on the same problem presented 
at the mid-year meeting of the American Electric Rail- 
way Association in Washington, D. C., Feb. 16, 1923. 

The committee states that it has made investigations 
covering the past two years. The following is an ab- 
stract of its report, just presented to the National Tax 
Association: 

There is great confusion in the taxation of property 
_of interstate public utilities, resulting from an extraor- 
dinary variety of taxes and of methods being pursued 
in different states. There is duplication and con- 
fusion arising from the decentralized taxation of prop- 
erty by local jurisdictions and there is also lack of any 
guiding principle in the taxation of public utilities and 
in the placing of taxes in the tax system as a whole. 

From the bewildering collection of tax methods the 
committee finds it possible to select three outstanding 
types. These are (1) the ad valorem basis; (2) the 
* capitalization basis; (8) the earnings basis. 

Under the ad valorem basis the tax is imposed upon 
the value of the property of the corporation. It is 
most widely employed. About half the states use it 
exclusively for the taxation of steam roads and nearly 
as many for the exclusive tax on telephone and tele- 


\ THE ebiifererice of the National Tax Association 


graph companies. About a dozen states use it-as the 
only method for taxing electric railways and water, gas 
and electric properties. This method as employed in 
the more progressive states involves expert valuation 
of the property of the corporation as a whole. It is 
also used in connection with other methods in many 
other states. 

The capitalization basis involves the imposition of a 
tax upon the securities of the corporation. Sometimes 
the stock only is taxed, while in other cases the bonds 


are also included. This is generally unsatisfactory and 


is of declining importance. It is only used alone by a 
few states, perhaps a half dozen combining it with 
other methods. 

Next to the ad valorem method, the earnings basis is 
in widest use. The tax is a certain percentage of the 
earnings, the rate being fixed to make the tax corre- 
spond roughly with the property tax generally. This 
form of tax is almost always based on the gross earn- 
ings of the corporation. 

The committee states that the lack of any guiding 
principle is evidenced by even a cursory study of. pres- 
ent methods of taxation. This is not merely a result of 
difference of opinion regarding the means, but it rep- 
resents a lack of agreement on fundamental matters 
and principles. 

In formulating its recommendations the committee 
has assumed the general plan of taxation outlined by 
the committee on a model tax system of the same asso- 
ciation. In this three taxes are included: (1) An in- 
dividual income tax; (2) a property tax on real estate 


_and tangible properties but not on intangibles; (3) a 


business tax. The committee feels that taxation of 
tangible personal property is destined to hold a less 
important place in the future. 


ECONOMIC RELATIONS OF PUBLIC UTILITIES 


Utilities are distinguished from other business enter- 
prises by two important characteristics: (1) They are 
in possession of certain special privileges granted by 
the government; (2) they are under obligation to ren- 
der service and make reasonable charges therefor. This 
double obligation is enforced by public regulation. 

There are three theories of taxation of utilities: (1) 
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Heavy taxation to be passed to the consumer; (2) no 
taxation; (3) taxation on an equality with other busi- 
ness. The committee states that the first is unsound, 
making high rates for service necessary, but the tax 
will take all over a fair return. The utilities thus act 
as tax gatherers for the government. The committee 
considers this unsound. It calls for unequal distribu- 
tion of taxes on account of unequal use of the facilities 
by the public. If the rates are as high as the traffic 
will bear it is futile to attempt to shift taxes in 
this way. 

The second theory, that of no taxation, is also un- 
tenable, as the utilities are granted certain privileges 
from the government like any other property owners. 
Such governmental service must be regarded as one of 
the costs of service. 

The third basis the committee declares to be sound, 
as the general principle of equality in taxation will be 
questioned by few. The committee fails to find any 
valid argument for departure from this principle in 
the case of the taxation of public utilities. 

The committee emphasizes two points in this con- 
nection. First, it should be recognized that equality 
of taxation does not require uniformity of methods or 
of rates, but refers only to the burden of taxation. 
Second, the equality must be real and not merely for- 
mal. For example, the development of an efficient proc- 
ess for the centralized assessment of public utility cor- 
porations may produce gross inequality because equally 
efficient methods of assessment are not applied to other 
taxpayers. 

To fit utility taxation into the model tax system, it 
must be remembered that a fair measure of the con- 
tribution to be demanded is the essential, but that the 
methods used may vary. The individual income tax does 
not enter into corporation taxation. The burden of the 
property tax should depend on the amount of real estate, 
i.e., land and buildings. The basis of the assessment 
must be the same as for other taxpayers. A business 
tax should be levied similar to that from other business. 

The committee feels that a special tax treatment is 
required because of the character of the property and 
on account of rate regulation. The property is peculiar 
on account of its highly technical character, since its 
value can be appraised only as a whole, and on account 
of the widespread locations of the property in many tax 
jurisdictions. 

The assessment of public utilities is a special prob- 
lem. Local assessors generally are not qualified for 
this work, while central assessment brings the danger 
that the property will be fully valued, whereas prop- 
erty in general is largely undervalued or overlooked. 
These peculiarities already have met with a breakdown 
of the old general property tax as applied to public 
utilities. 


PROPOSED METHOD FOR TAXING UTILITIES 


Rate regulation and taxation must go together and 
supplement each other. The utility should in the long 
run be enabled to earn a fair return on all its properties 
and secure fresh capital, if required, for proper main- 
tenance and development of the enterprise. The return 
must permit abnormal profits in good years to offset 
smaller profits or losses in other years. Taxation should 
take part of these extra profits made under unexpectedly 
favorable conditions or by the more fortunate corpora- 


tions. 
Experience shows that the choice of the taxation 


basis practically is narrowed down to the ad valorem 
basis, which is open to the serious objections already 
pointed out, and an earnings basis. The thing that 
really gives worth to a corporation is its earning power. 
An earnings tax involves the fewest theoretical diffi- 
culties, and is comparatively simple and inexpensive to 
administer. It usually fluctuates with the prosperity of 
the corporation and generally is equitable between cor- 
porations. 

The next question has to do with the relative merits 
of net earnings and gross earnings as the basis of the 
tax. The committee considers the net to be the fairest 
and most accurate measure of ability to pay taxes, but 
the gross earnings method has the advantage of greater 
certainty and simplicity, gross earnings being a matter 
of fact about which there seldom can be a difference of 
opinion. The determination of net income involves the 
deduction of a great variety of expenses, requiring 
exercise of judgment and possibility of disagreement 
and evasion. 7 

The decision really rests upon the fundamental ques- 
tion as to whether the obligation to contribute to the 
support of the state is to be limited to those corpora- 
tions that make profits. If so, the net earnings tax 
is indicated. If all corporations are to contribute, and 
if taxes are one of the necessary costs of business, the 
gross earnings tax is the proper method. Obviously 
the government must function in years when business 
is poor, as well as in years of prosperity. 

This practical consideration seems to preclude com- 
plete adoption of the net earnings basis. In the opinion 
of the committee the dilemma may be met by a combina- 
tion of gross and net earnings taxes. The tax should 
be upon the net at a certain rate with the proviso that 
the tax should never be less than a certain per cent of 
the gross. This is the same as providing two taxes, one 
on the gross at a moderate rate, the other on the net 
at a higher rate, with the proviso that the tax collected 
is the higher of the two. For example, a tax might be 
provided at 10 per cent of the net or 2 per cent of the 
gross, whichever were greater. Such a combination tax 
is a reasonable compromise between the gross earnings 
and the net earnings basis. 

Virtually the same result could be obtained by a pro- 
gressive gross earnings tax, starting with a moderate 
rate where the net earnings bear a small ratio to the 
gross or are non-existent, and advancing with the in- 
crease in ratio of net to gross. Such a combination tax 
is a reasonable compromise between the gross earnings 
and the net earnings methods. Based primarily on net 
earnings the tax takes account of the varying abilities 
of the several utilities to pay, while the requirement 
of a minimum contribution meets the public require- 
ment of regular and dependable revenue. By a proper 
adjustment of the rates the burden may be made to 
correspond fairly with the property tax on other tax- 
payers, remembering that much intangible property and 
also a good deal of tangible property escape under the 
general property tax. The yearly fluctuations of this 
utility tax may be reduced by taking as a base the 
average of the earnings of several years instead of a 
single year.. Additional tax on the net may serve to 
take some part of the profits from the more favorably 
situated utilities. The committee is inclined to favor 
such a tax. 

The committee is firmly convinced that with the alter- 
native gross or net tax as an exclusive tax no further 
taxation of the utility’s property, either real or personal, 


electric operation, as follows: 
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; need be required. Probably most states will see fit to 
continue taxation of real estate at least, in which case 


the amount of such tax should be allowed as a deduc- 
tion from the earnings tax, or adequate allowance 
should be made in fixing rates for the earnings tax. 

Doubt is sometimes expressed as to the constitutional 
power of a state to impose a tax measured by gross 
earnings derived from interstate commerce, but the 
committee states that this can arise only from mis- 
apprehension of the decisions of the United States Su- 
preme Court. 

As to the apportionment of taxes on interstate utili- 
ties, the committee states that in view of the scope of 
the problem and the issues involved, it requests an op- 
portunity to study the subject further. 


‘““Move Up Front”’ 


ARIOUS methods of inducing passengers to move 
to the front of the car after they enter at the rear 
platform have been tried by railway companies, with 
varying degrees of success. The Georgia Railway & 
Power Company, which operates the Atlanta system, is 
using a new method. This consists of a series of car 


“ 
WHEN YOU MOVE UP FRONT 
YOU— Speed Up Service 


TRY IT AND SEE! 


GEORGIA RAILWAY & POWER COMPANY 


P S. ARKWRIGHT, President 


One of the Cards Urging Passengers to ‘““Move Up Front” 


cards which tell the advantages—to the passenger— 
of following this commendable practice. These car 
cards read alike except for the second line. This 
is varied to give the reason. 

One of these cards is reproduced herewith. The 
others are like it except for the second line, which reads 
as follows: 

“You Help Yourself and Others.” 
“You Keep Your Seat Longer, Women Will Not Move 
Up Front.” 
“You Stand More Comfortably.” 
“You Get a Seat More Quickly.” 


Speeding Up Swiss Railway 
Electrification 


HE director-general of the Swiss Federal Railways 

states that the railway electrification program of 
the government is to be pushed rapidly. The adminis- 
tration has been hampered by high costs of materials, 
which reached a peak of 130 to 140 per cent above 
normal and are still 70 to 80 per cent higher than in 
1913. However, bituminous ¢oal costs twice as much 


as in that year, hence the incentive to electrification 


is strong. 
At present 238 miles of the federal railways are in 
Sitten-Iselle, 464 miles; 


Berne-Scherzligen, 21 miles; Lucerne-Chiasso (Got- 


thard), 140 miles; Lucerne-Zug, 16 miles; Zug-Goldau, 
10 miles; Immensee-Rotkreuz, 44 miles. The Zug-Zu- 
rich section was also due to be completed within the 
past few days. 

According to the program of 1918 other lines of a 
combined length of 695 miles were to be electrified in 
fifteen years, including the following: Lausanne-Ge- 
neva, Solothurn-Olten, Lausanne-Berne, Basle-Brugg, 
Zurich-Olten-Berne, Zurich-Winterthur, Winterthur-St. 
Gall and Thalwil-Chur. 

The electrification program will require more than 
750,000,000 francs, of which 300,000,000 francs had been 
expended up to the end of 1922. In addition 23,000,000 
more will be required for the reconstruction of bridges. 

Recently the schedule has been advanced with a view 
to completing the above program by 1928, or at the 
rate of about 118 miles per year. 

To provide electrical energy for the electrified lines, 
the power of the Barberine River will be developed first, 
in the plants at Vernayaz and Chatelard. The cost, in- 
cluded in the above, will be about 42,000,000 francs. 
Connections will be arranged with the St. Gotthard and 
Canton of Valais power plants. Substations will be con- 
structed at Coppet, Bussigny, Yverdon, Fribourg, Biel, 
Burgdorf, Basle, Brugg, Oerlikon, Eglisau, Winterthur, 
Gossau and Sulgen. 

Altogether 400 electric locomotives and motor cars 
will be required, of which 141 have been delivered to 
date. Of the total expenditure one-quarter will be made 
abroad. 


St. Louis Will Save $189,900 in 
Power Bills 


HE use of an Economy meter in each of the cars of 

the United Railways of -St. Louis will result in a 
total net saving for the first year, after paying for the 
equipment, of $69,000, according to figures given out 
recently by Col. Albert T. Perkins, general manager 
for the receiver. The company will save a gross total 
of $189,900 in power bills during this first year. 


‘He states that the decision to equip all the cars with 


these meters was based. on two considerations: First, 
to save expense; second, to conserve current so that 
the company could increase the car service without 
making provision for additional power. He said that 
the results show two additional economies not at first 
considered—safer operation and better care of the 
equipment. 

According to the instructions given the motormen, 
there are four ways in which power can be saved. These 
are: (1) By running on schedule and not losing time 
on the road; (2) by not running on the resistance 
points of the controller; (3) by not running with the 
power and brakes on at the same time; (4) by coasting 
every foot possible without using power. 

Colonel Perkins stated that motormen are told that 
running on schedule saves power, as it is then not 
necessary to make quick getaways and short stops to 
pick up lost time. They are told that much of.the power 
taken from the trolley is wasted in the resistance while 
running on the resistance points, and that running 
with brakes and power both on means that power, 
brakeshoes and wheels are wasted. Colonel Perkins 
said that throughout the instruction given the motor- 
men it is emphasized that safety of passengers is the 
first consideration, with schedules second and power 
saving third. 
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The Personal Touch in 
Public Relations 


Some of the Ways in Which P. F. Sheehan, Manager 
Fall River Division Eastern Massachusetts Street 
Railway, Is Succeeding in Getting Railway 
Patrons to Appreciate the Utility 
Point of View 


BOUT a year and a half ago P. F. Sheehan was 
transferred from the managership of the Brockton 
division of what still persists in the minds of the old- 
timers as the Bay State Street Railway to the Fall River 
division. He succeeded A. J. Boardman; in fact, he and 
Mr. Boardman swapped places. 

Mr. Sheehan, who is familiarly and affectionately 
known as “Pat” by his fellow Rotarians and his busi- 
ness compeers generally, his Christian name being Pat- 
rick, began his local career in Fall River by establishing 
friendly relations with the public as promptly as pos- 
sible. His philosophy is that the public reflects the 
temper of the railway management. Thus if a helpful 
reaction from patrons is expected there must be an ag- 
gressive cordiality from the manager and his con- 
fréres. In other words, believes Mr. Sheehan, the pub- 


'@ THE STREET RAILWAY @ | 


EXTENDS TO ITS FRIENDS AND PATRONS BEST WISHES FOR 


We wish years of peace and prosperity for the Fall River District and its People 
YOUR PATRONAGE, FRIENDSHIP AND CO-OPERATION IS APPRECIATED 


We hope with zie suesetons ox crticien to male the service such that i wil warrant your fieadhip 
REL Rai 


A Merry Christmas and A Happy New Year i 
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The Home Rule Committee was inaugurated by the 
Chamber of Commerce about three years ago. Its func- 
tion is to study the local street railway situation with 
respect to service, etc. It meets twice each month. It 
is helpful both to the public and the railway in serving 
as a means of inspiring confidence in the service. For 
example, when the company put into operation a re- 
duced fare plan under which it sells for $1 a twenty-trip 
ticket which any number of people can use, the Home 
Rule Committee backed up the company as to the rea- 
sonableness of retaining the 10-cent cash fare for those 
who do not wish to invest $1 at one time. The company, 
however, made a concession in selling a divisible ticket 
which two people can use separately although it must 
be purchased as a unit. 


TELLING THE PUBLIC ABOUT IT 

The Home Rule Committee recently requested Mr. 
Sheehan to furnish for the benefit of the public a state- 
ment with regard to the work performed in the Fall 
River district during 1922. This gave him an excellent 
opportunity to explain the different jobs that had been 
carried out which had been made possible through the 
“contributions of the stockholders” without the issu- 
ance of additional securities. He showed that 23,880 ft. 
of track had been rebuilt, several thousand feet over- 


“Happy New Year Co All” 


Have Exact Fare or Ticket Ready 
Do Not Stand in Front End 
eet Exit and Entrance Clear 

1 Be at Door When Nearing Stop 


PLEASE HELP US TO BETTER SERVE YOU 


Car Cards Used Last Holiday Season to Promote Good Public Kelations 


lic has the mirror-like characteristic of reflecting what 
it sees in its purveyor of public service. 

In coming to his new post, Manager Sheehan found a 
substantial foundation of good feeling left behind by 
his predecessor. He proceeded at once to build on this. 
He addressed a letter to every considerable employer of 
labor in town asking him about the transportation re- 
quirements of his employees and requesting such co- 
operation as would enable the company to have cars on 
hand in sufficient numbers where and when they were 
needed. The response was gratifying, and the patrons 
expressed satisfaction that it was proposed to consider 
and meet their individual requirements. 

The next step was to write to local merchants, asking 
them to collect for the benefit of the service such criti- 
cisms as their employees cared to make, or to pass on 
from the numerous customers with whom they came in 
contact. The result of this rather risky procedure was 
that although the matter was canvassed thoroughly by 
the merchants among their employees practically no 
criticism developed. 

Mr. Sheehan finds that his relations with the public 
are greatly facilitated by what is known as the “Home 
Rule Committee.” This comprises six men, including 
the president of the Board of Aldermen and the city 
solicitor as ex officio members. The four other men are 
picked by the Mayor to represent different lines of busi- 
ness, including labor. At present. the membership in- 
cludes a mill agent, a dry-goods merchant and a cotton 
broker. The terms of the four men are indefinite. Mr. 


Sheehan serves as secretary, although not a member of 
the committee. 


hauled and several pieces of special trackwork put in. 
In the performance of this work there were in constant 
service five welding machines and six grinding ma- 
chines. There were seam-welded 2,745 joints, surface- 
welded 6,445 joints and ground 8,899 joints, while 
23,458 ft. of corrugated rail was surfaced. In new and 
overhauling work 14,872 creosoted ties were installed. 
The total cost of the trackwork was about $190,000. 
A fourth Russell sweeper was added to the equipment 
as well as three cars equipped with Root scrapers. 
Many other improvements were mentioned in this re- 
port 

Mr. Sheehan finds the liberal distribution of time- 
tables for all of the local lines a good form of publicity. 
A folder is distributed for each line, containing first 
the time points and timetables for all lines, with special 
information for the individual line on the last page. 

Last Christmas the railway did a number of public 
institutions a good turn by sending around town a car 
with a Santa Claus on the roof for the purpose of in- 
teresting possible contributions of gifts for these in- 
stitutions. The merchants co-operated in this effort 
with the result that the institutions were liberally re- 
membered on Christmas Day. 

Fall River is one of the important divisions of the 
Eastern Massachusetts Street Railway system. As has 
been mentioned it has been greatly improved physically 
during the past months. This, together with the efforts 
of the management to develop a friendly attitude on the 
part of the public, ought to be fruitful in still further 
strengthening the position of the division in the local 
system. 


April 7, 1923 


Midi Electrification 
Making Rapid Progress 


Direct-Current Operation Was Inaugurated Last Octo- 
ber and by the End of 1923 Enough of the System 
Will Have Been Electrified to Demonstrate 
the Expected Economies 


HE Midi Railway, in southern France, has made 

a substantial start in its program of electrification 
of 1,950 miles of line, designed to permit it to utilize 
the abundant water power which is available in the 
Pyrenees, the Cévennes, and the “Massif Central.” 
Simultaneously with the new work, which is being 
earried out at 1,500 volts d.c., the single-phase already 
installed is being replaced by direct current. 

Since the fall of last year, electric trains have oper- 
ated between Pau and Montrejeau, and in 1923 Toulouse 
in-one direction and Dax in the other will be reached. 
The electrification will be rapidly extended until within 
twenty years, unless the present program is modified, 
only the Bordeaux-Cette line and its branches will 
be steam operated. 

The power supply for the Midi electrification will 
be from hydro-electric stations, with three-phase, 50- 
cycle transmission at 60,000 volts. Part of this power 
will be used at 60,000 volts, and the remainder will 
be raised to 150,000 volts to feed into a super-power 
system for the benefit of the large power-using com- 
munities within reach. 

In the railway substations the power will be trans- 
formed, in rotary converters in some cases, in mercury- 
vapor converters in others, to 1,500 volts d.c. The 
supply for lighting and power purposes in the stations 
along the line of the electrification will be at 10,000 
volts. This year the 150,000-volt lines will supply the 


requirements for power as far as Bordeaux and soon . 


thereafter the benefits will be extended to Toulouse. 
Plans for five transforming stations (60,000 to 150,000 
volts) are definitely planned and another is under 
consideration. In three of these stations large syn- 
‘chronous condensers will be installed. The stations will 
be of the outdoor type, except for apparatus that would 
be injured by the weather. 

There will be seventeen traction substations, mostly 
containing 750-volt rotary converters, two in series per 
group. Three of the substations will contain 1,500-volt 
rotaries, and five mercury-vapor converters. The capac- 
ities of the substations will vary from 1,000 to 6,000 
kw. None of them at present will be provided with 
automatic control. 


DOUBLE-CATENARY CONTACT LINE ADOPTED 


The contact line will be double catenary, as used on 
the New Haven, New York, Westchester & Boston, 
Erie and other.roads in this country. There will be 
a steel messenger wire of 140,000 cire.mil area, an 
intermediate or secondary copper wire of 198,000 
cire.mil area, and a copper contact wire of 198,000 
circ.mil area. The lower. two wires will be fastened 
together by clips placed, on the average, about 10 ft. 
apart. The spans on the tangent track will be about 


- 800 ft. and the hangers connecting the intermediate 


wire and the messenger will be spaced about 30 ft. 
apart. High-speed circuit breakers will be placed in the 
substations to protect the rotaries from the effect of 
short circuits.. There will be reactance coils in the 
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1,500-volt d.c. line, with condensers shunted with resist- 
ance connected between the line and ground. This will 
be done to protect the d.c. apparatus. 

The neutral of the three-phase high-tension line will 
be grounded, and both 60,000-volt and 150,000-volt lines 
will be protected by circuit breakers controlled by maxi- 
mum current, reverse current and differential relays. 

The motive power for trains on the Midi electrifica- 
tion will comprise both locomotives and multiple-unit 
cars. The weight of a locomotive equipped is about 80 
tons, and the capacity is 1,400 hp. for one hour. Multiple- 
unit cars will be equipped with two motors each, on 
one truck and connected in series, the horsepower per 
ear being 500. 

Details of this electrification have been given from 
time to time in the ELECTRIC RAILWAY JOURNAL. 
L’Industrie des Tramways, Chemins de Fer et Trans- 
ports Publics Automobiles devotes a large part of its 
January, 1923, issue to the Midi electrification. 


- The Need for Industrial 
Standardization 


By ALBERT W. WHITNEY 


Chairman American Engineering Standards Committee 


TANDARDIZATION has two effects. It produces 

greater efficiency; by a reduction of the multiplicity 
of processes and products it allows for concentration 
on those that are worth while; the resulting increase in 
efficiency is effective all along the line, not merely in 
manufacturing but in selling and in buying. 

In addition to this it frees the human spirit for mak- 
ing further advances. If there were no standardiza- 
tion the creators of ideas would have to be continually 
recreating and would have no time for further advance. 
Whenever a bolt or an I-beam or a generator was needed 
it would have to be a matter for design. Standardiza- 
tion allows such needs to be taken care of through 
routine process and the creative spirit is relieved for 
fresh first-hand adventures. 

Instead of killing invention and initiative standard- 
ization is the very basis upon which it rests. It is 
standardization that makes further invention possible. 

To a remarkable extent both the body and mind are 
standardized. If our bodies were not essentially alike 
we could have no surgery or medicine, for a surgeon in 
operating for appendicitis might find a heart when he 
was looking for an appendix. If our minds were not 
essentially alike we could have no organized education; 
education would have to be an individual process. 

The similarity of our bodies and minds affords the 
underlying basis on which we can construct. social life 
and civilization, and yet it is the departure from the 
standard which gives the touch of individuality and 
which not only gives the charm to our social contacts 
but which makes the cutting edge of progress. 

There is a danger in standardization, the danger of 
too early and too drastic standardization, but there is 
a danger connected with the use of any powerful in- 
strument. The problem of civilization and progress is 
to a very great extent a problem in the wise use of 
standardization. 

I have used the term standardization in the broadest 
possible sense. Every factory, for instance, is carrying 
on its own standardization; every industry is carrying 
on its own standardization. Some of this work is on 
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a very large scale. But there is a standardization which 
transcends these in that it endeavors not only to operate 
on a national scale and to cover all industries but to 
bring all points of view, those of the manufacturer, the 
consumer and the public, to a common focus. 

There are three organizations that are bearing the 
brunt of this work, the United States Chamber of Com- 
merce, the Department of Commerce of the federal 
government and the American Engineering Standards 
Committee. 

The United States Chamber of Commerce is doing a 
valuable work in interesting manufacturers in standard- 
ization and particularly in simplification. It has been the 
direct cause of considerable work that has been done in 
this field that is of a national character. 

The Department of Commerce is advancing standard- 
ization in two ways; in the first place, through the 
Bureau of Standards, a very valuable adjunct to the 
government. The Bureau of Standards, both as a re- 
search institution and as a co-ordinator of government 
activities in standardization and as a co-operator with 
industry itself, is doing a most valuable work. 

In addition to the Bureau of Standards, Mr. Hoover 
has initiated a new department known as the Division 
of Simplified Practice which is engaged on the non- 
technical side of the field of standardization. It en- 
deavors to bring manufacturers together through their 
trade associations in adopting plans to reduce the un- 
necessary variety that is found in industry. 

The third national standardizing body is the Amer- 
ican Engineering Standards Committee. This body 
serves as a clearing house for standardization. It does 
not initiate standardization projects, nor does it do 
standardization work itself. It encourages standardiza- 
tion and it provides a general outline of procedure which 
if followed will entitle the standard to be listed as an 
approved American standard. This standard is in no 
sense mandatory, but in actual practice it does to a 
very considerable extent, because of its intrinsic merit 
and the representative way in which it was produced, 
become the American standard in its field. 

The process is this: When there has been brought 
to our attention in a convincing way the fact that there 
should be standardization in a given field, a conference 
is called and to this conference are invited all national 
associations and other representative bodies that are 
known to be interested. This conference decides whether 
standardization should be undertaken, and if the decision 
is in the affirmative it makes a recommendation to that 
effect to the American Engineering Standards Com- 
mittee, and also with regard to the national association 
or other representative body which shall act as sponsor 
in the preparation of the standard. 

The sponsor chosen by the American Engineering 
Standards Committee creates a sectional committee. 
This sectional committee is not a committee of the 
American Engineering Standards Committee but di- 
rectly represents the bodies that are interested in the 
particular standardization project. When the sectional 
committee has completed its work the standard is 
turned over to the American Engineering Standards 
Committee for approval. The American Engineering 
Standards Committee does not pass upon its technical 
details but solely upon the question of whether the work 
has been performed in a thoroughly representative way. 

The American Engineering Standards Committee has 
more than 120 projects under way at the present time, 
twenty-eight of which represent standards that have 


been approved. On the last count, I believe twenty-two 
national associations were working on sectional commit- 
tees represented by some thousand individuals. Thus 
a large part of our industries are represented. 


The Readers’ Forum 


Reasons for Trial of Chrome-Nickel Steel for 


Special Trackwork in Milwaukee 
149 BRoADWAY, NEW YorRK, March 30,1923. 
To the Editors: 

The abstract of Mr. Hibbard’s paper before the E. M. 
B. A. Technical League in Milwaukee, appearing in the 
March 17 issue of ELECTRIC RAILWAY JOURNAL, dis- 
closes important and interesting experience in the use 
of chrome-nickel cast steel in special work. It is ap: 
parent that-so far as four years of experience can 
disclose, an advance in special work manufacture was 
undertaken when chrome-nickel steel castings were ap- 
plied to this weakest of railway engineering structures. 

Not so much for the purpose of historical accuracy, 
but rather to point out how experience in other branches 
may influence railway engineering, it may be of interest 
to indicate the origin of the application of chrome-nickel 
steel for the purpose under discussion. While initial 
cost of castings played some, but a minor, part in de- 
termining on the experimental use of chrome-nickel 
steel, it was not the deciding factor in the writer’s 
mind when advising the use of this material. He based 
his determination on the following factors: (a) Cast- 
ings which could be repaired by welding were desirable; 
(b) castings which could be machined with ordinary 
machine shop tools were wanted; (c) castings possess- 
ing inherent toughness while sacrificing some kinds of 
hardness might give a longer life in service than the 
manganese steel castings theretofore largely used; (d) 
information in our possession indicated that the Krupps 
had been making laminated armor plate of a composi- 
tion not greatly different from that later adopted for 
special work; (e) there were in the process of manu- 
facture in the Milwaukee district chrome-nickel steel 
ingots for naval gun jackets requiring subsequent forg- 
ing and machining to final dimensions. The steel was, 
accordingly, readily available for experimental work. 

The then relative costs of manganese and chrome- 
nickel castings gave an additional incentive. The 
fortunate experience resulting from this material is’ 
clearly set forth in Mr. Hibbard’s paper. 

At least two years prior to beginning of the use of 
chrome-nickel steel, instructions were issued to the 
engineering division of the way and structure depart- 
ment to study and develop new designs for special work 
foundations and supports, hoping thereby to minimize 
the breakages in special work and the disturbances in 
pavement resulting from failure of foundations and 
supporting ties. The new foundation design was com- 
pleted in time to permit its use with one of the first 
complete sets of chrome-nickel steel crossings. The 
comparative wearing values of chrome-nickel and man- 
ganese steels cannot be accurately determined unless 
they be tested under identical conditions. Probably 
chrome-nickel steel contributed more than the new type 
of foundation to the lower rate of wear of the new 
special work, but ultimate useful life in service is likely 
to prove to be a composite result of material of castings 
and character of foundation. J. D. MORTIMER. 


April 7, 1928 


American Welding Society to 
Hold Annual Meeting 


NNOUNCEMENT regarding the 
program of the annual meeting 
of the American Welding Society, the 
headquarters of which are at 33 West 
Thirty-ninth Street, New York City, 
are being sent out by acting Secretary 
M. M. Kelly. The meeting will be held 
u at the Engineering Societies’ Building 

in New York City-on April 24-27. 
During the morning, afternoon and 
, evening sessions on April 24 reports 
will be received from the committees 
on training of operators, resistance 
welding, electric arc welding and weld- 

ing of storage tanks. 

The morning of April 25 will be taken 

* up with a business session and brief 
‘ papers regarding new developments in 
electric, gas, resistance and thermit 
welding. ._ At 1:30 p.m. an inspection 
trip will be made through the welding 
department of the Third Avenue Rail- 
way System, members and guests as- 
sembling for this purpose at Sixty-fifth 
Street and Third Avenue. The annual 
dinner will be held at 7 p.m. on April 
25 at the Park Avenue Hotel. 

The American Bureau of Welding 
will “have the floor” on the morning of 
April 26, and during the afternoon of 
this day the board of directors of the 
American Welding Society will meet. 
Simultaneously there will be a report 
of the committee on specifications for 
steel to be welded. A technical session 
of the Welding Society will be held in 
the evening also. 

The morning session on April 27 will 
be devoted to a report of the gas weld- 
ing committee, and the convention will 
close with an inspection trip in the 
afternoon. 
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Five Transportation Committees 
Appointed — 


HE United States Chamber of Com- 
merce has decided to appoint five 
committees to discuss different phases 
of the transportation problem. These 
committees -will probably be able to 
make progress reports at the eleventh 
annual meeting on May 7-10. They will 
| work under the direction of a general 
| committee, which will be appointed 
after the return of President Barnes of 
the National Chamber from the Rome 
meeting. The names of the committees 

and their chairmen follow: 
Committee on “Relation of Highways 
. and Motor Transport to Other Trans- 
portation Agencies,” A. H. Swayne, 
vice-president General Motors Com- 

oe pany, chairman. 

Committee on “Proper Co-ordination 
of Rail and Waterway Services,” W. L. 


Clause, chairman of board of directors 
Pittsburgh Plate Glass Company, 
chairman. 


Committee on “Railroad Consolida- 
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tion,” Carl R. Gray, president Union 
Pacific Railroad, chairman. 

Committee on “Governmental Rela- 
tions to Transportation,” George A. 
Post, New York, chairman. 

Committee on “Readjustment of Rela- 
tive Freight Rate Schedules,’ Fred A. 
Delano, New York, chairman. 

The personnel of the three committees 
first mentioned has been published, and 
shows that Philip H. Gadsden, vice- 
president United Gas Improvement 
Company, is one of the members of the 
committee first mentioned. 


Reports on Rail and Ballast at 
A.R.E.A. Meeting 


ifs Salah of many of the reports 
presented at the annual meeting 
of the American Railway Engineering 
Association were given in the issue of 
this paper for March 24, page 523. 
Supplementing this are the following 
notes on important points, from the 
electric railway engineer’s standpoint, 
in the reports on rail-and ballast. 


RAIL 


The committee on rail appeared to 
be principally concerned in rendering 
its statistics on rail failures more re- 
liable. The committee felt’ the need 
for a common and universal description 
of rail failures, so that the railways 
would know exactly what they were 
reporting upon. A new plan was, 
therefore, devised, under which reports 
will be asked for on the following basis: 
Miles of track laid in a given year; 
miles of this track in service during 
the year for .which failures are re- 
corded; number of failures for the 
year in question, and rate of failures 
per 100 miles of track. With the data 
for each year of the life of the rail in 
hand, the committee plans to work 
out the rate of failure per 100 year- 
miles for each year, and for each year 
to date. A comparison of these rates 
shows the quality of service being given 
by the rail. ; 

For example, a 100-lb. P.S. rail rolled 
in 1910 and laid on the Fort Wayne 
division of the Pennsylvania System 
showed after five years of service 37.18 
failures per 100 year-miles during 1915 
and 30.21 failures for the period. The 
corresponding figures for 1922 were 
333.33 and 72.24 failures respectively. 
The ratio in each case is a measure of 
the rail’s present serviceability. The 
average life of the above rail in 1922 
was 9.42 years. 

The committee presented for ap- 
proval specifications for heat-treated 
track bolts and for nutlocks, and 
stated that work is being done on the 
design for a 150-lb. rail section, 
although there is as yet nothing definite 
to report. While the committee ex- 
pressed no opinion as to the proper 
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length of rail over 33 ft., it submitted 
its belief that a rail length greater than 
this is desirable. A length of 39 ft. 
seems to be favored by roads which 
have tried out such rails. 

As to rail canting, the Canadian Pa- 
cific, New Haven, Boston & Maine, 
Lehigh Valley, Erie and Southern 
Pacific appear to comprise all rail- 
roads which have standardized this 
feature, although a dozen other roads 
are co-operating in experimental work. 
The first five mentioned have standard- 
ized on a canting of one in twenty, the 
Erie on. one in forty and the Southern 
Pacific on one in forty-four. 


BALLAST 


The report of the committee on bal- 
last contained valuable cost data cov- 
ering the application of ballast, with 
particular reference to the relative 
cost of mechanical and hand tamping. 
The data show substantial economies 
due to the use of air and electric tamp- 
ing as compared with hand. Specifica- 
tions for ballast shovels were also 
submitted. 

An appendix to the report contained 
suggestions as to the care and handling 
of mechanical tie tampers. A detailed 
account of the method followed on the 
New York Central Railroad along these 
lines was given. The difficulty of for- 
mulating hard and fast rules, however, 
was explained by means of the state- 
ment that four representative railways 
that have gone somewhat extensively 
into the use of mechanical tampers 
have four widely divergent methods of 
handling. 


A.E.S.C. Reports on A.E.R.A. 
Standards 


NDER date of April 2 the Ameri- 

ean Engineering Standards Com- 
mittee has issued a report as to the 
status of proposed standards submitted 
by the American Electric Railway As- 
sociation. The approval of six stand- 
ards has already been reported. (See 
issue of this paper for Feb. 24, page 
341, and editorial in same issue, page 
316.) Regarding the others the follow- 
the 


ing information is given by 
A.E.S.C. 
Specifications for ‘galvanizing or 


sherardizing on iron and steel, specifi- 
cations for 600-volt direct-current over- 
head trolley construction, and specifi- 
cations for wood poles and tubular steel 
poles have been referred to special 
committees for their recommendation 
as to approval by the A.E.S.C. 

Specifications for 7-in., -80-lb. and 
7-in., 91-lb. girder rails, and specifica- 
tions for materials for use in the manu- 
facture of special trackwork have been 
referred to a sectional committee. The 
sponsorship for these three projects has 
been assigned to the American Electric 
Railway Association. 
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Executive Committee 


HE executive committee of the 

American Association met at As- 
sociation headquarters, New York, 
April 6, with the following present: 
President C. D. Emmons, W. H. Saw- 
yer, A. A. Hale, G. T: Seely, L. S. 
Storrs, B. I. Budd, Barron Col- 


lier, F.: R. Coates, J. G.: Barry, 
S. M. Curwen, J. N. Shannahan, 
P. H. Gadsden, C. E. Morgan, 


J. P. Barnes, R. I. Todd, C. R. Ellicott, 
L. E. Gould, M. B. Lambert and Secre- 
tary Welsh, and the following guests: 
J. H. Hanna, L. H. Palmer, W. F. Ham, 
L. W. Shugg, H. R. Hayes and C. C. 
Peirce. : 

Mr. Hanna reported the official out- 
come of the mid-year meeting. Includ- 
ing all expenses, there was a deficit of 
$632. This compared with a loss at the 
Indianapolis mid-year meeting of 
$2,254 and at the Chicago meeting of 
$4,072. 

Reporting for the committee on 
policy, Mr. Budd presented the recom- 
mendation that the establishment of a 
medical and surgical section be not ap- 
proved, but that the Claims and the 
Transportation and Traffic Associations 
should plan to have medical and surgi- 
cal committees. This plan was ap- 
proved by the executive committee. 

On report of Mr. Shugg, chairman of 
the committee on exhibits, the execu- 
tive committee approved a price of 65 
cents per square foot for exhibit space 
at Atlantic City in October. 

Secretary Welsh presented the report 
of the committee on national relations 
which brought to the attention of the 
members that the Interstate Commerce 
Commission had informed the Chicago, 
North Shore & Milwaukee Railroad in 
its case with respect to Section 15-A 
of the Transportation Act, that unless 
advised to the contrary it would not 
be required to file reports under the 
provisions of this act. It was brought 
out that it was extremely important 
that all interurban railways file briefs 
with the commission on Section 15-A, 
as the North Shore decision would be a 
criterion of whether the act applied to 
other interurban lines only if they filed 
briefs. 

The executive committee approved 
the report of the committee on subjects 
and meetings presented by Mr. Shanna- 
han, as it appears in this issue under 
the report of that committee. 

The committee approved the plan of 
the publicity committee for conducting 
a campaign dealing with costs of opera- 
tion. Mr. Budd discussed the necessity 
of taking a more aggressive attitude 
about railway publicity, suggesting 
that this should deal with accomplish- 
ments and the great work being done 
rather than to apologize for shortcom- 
ings or to continue a defensive attitude. 
Considerable discussion followed about 
the agitation for 5-cent fares, and 
against commission regulation and use 
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of one-man cars. Plans were set on 
foot to endeavor more effectively to 
meet these situations. 

The chartering of a new company 
section on the Chicago, North Shore & 
Milwaukee Railroad, which starts off 
with 165 members, was approved, as 
well as the form of charter for use in 
such cases. The executive committee 
approved the recommendation of a spe- 
cial committee that the electric rail- 
way association join with the power, 
telephone, railroad and telegraph in- 
terests in forming an American Com- 
mittee on Inductive Co-ordination. 

An invitation from the N. E. L. A. 
to appoint representatives to sit in the 
meetings of a new committee of the 
latter association on customer owner- 
ship of securities, looking toward a 
standard handling and understanding 
of this type of financing, was accepted. 
Two members of the executive commit- 
tee are to be appointed by the president 
to sit with this committee. 

The committee voted “Aye” on 
referendum 41 of the United States 
Chamber of Commerce. 

Mr. Gadsden discussed the forthcom- 
ing transportation meeting of the 
United States Chamber of Commerce 
and told of the manner in which the 
electric railway industry will be repre- 
sented in the general investigation of 
“Transportation Needs” of the coun- 
try. He considered this one of the 
greatest opportunities that has ever 
come to the interurban railways to es- 
tablish their place in the transportation 
facilities of the country. . Under the 
direction of Mr. Gadsden considerable 
information and data are being worked 
up at Association Headquarters to be 
incorporated into the report of the 
chamber committee on the relation of 
highway transportation to other forms 
of transportation. The executive com- 
mittee approved a motion to give Mr. 
Gadsden whatever assistance he might 
need. 

At the -request of E. F. Wickwire 
the executive committee approved a 
convention meeting of the manufac- 
turers, looking toward a furthering of 
the co-operation of manufacturers in 
telling the story of the electric rail- 
ways. 

The next meeting of the committee 
will be held in New York on May 25. 


Valuation Committee 


if Reece committee on valuation met at 
association headquarters, New 
York, on April 4, with Chairman J. P. 
Barnes, E. J. Bechtel, W. H. Maltbie, 
J. A. Emery, Frank Silliman, Jr., H. A. 
Clarke, W. Findlay Downs, G. W. Gilles- 
pie and Prof. A. 8. Richey in attend- 
ance. 

There were presented reports of the 
two sub-committees—one to make a 
study of the value of price trend curves 
in valuation work, and the other to 
study the relative weight to be given 


various methods of making valuation. 
The sub-committee on price trend 
curves presented a suggested report for 
inclusion in the final report of the com- 
mittee, which dealt largely with the 
economics of the problem and reached a 
general conclusion which tended to dis- 
credit the use of price trend curves as 
an element in valuation work, except in 
a very limited way. 

It was planned during the meeting 
to amplify the committees’ work by 
getting price trend curves covering 
specifically electric railway materials, 
as some of the committee members had 
found that while the trend of these ma- 
terials followed along very closely with 
the trend of the general commodity 
curve up to 1920, it has since varied 
widely from it. Since 1920 the electric 
railway materials curve is very much 
higher than the general commodity 
curve, presumably because of the very 
large demand for railway equipment 
and construction materials. 

The sub-committee on weighting of 
various methods of valuation reported 
that it plans to make a compilation of 
the views of various state commissions 
and the I. C. C. on the weighting to be 
assigned to each method, and then to 
consult with the various commissions 
on what the committee has found as the 
indicated views of each commission, and 
from all of this to draw conclusions. 
The committee was tentatively of the 
opinion that first weighting as a rate 
base should be given to the method 
which bases valuation on the fair re- 
production cost with prices as of the~ 
average of the future period during ~ 
which the rate is likely to be effective, 
rather than as of any past period or 
specific date. 

The committee also decided to under- 
take to develop an example showing 
how to ‘use the yardstick method of 
valuation. - This would be of particular 
value to small properties, where this 
example could be interpreted for local 
use. 


Subjects and Meetings 


HE American Association commit- 
tee on subjects and meetings met 
in Association headquarters April 5 and 
laid out a tentative program for the 
annual convention. Preliminary to 
planning the subjects the committee de- 
cided to hold three morning sessions of 
the American Association and one eve- 
ning session. It was also decided that 
the presentation of committee reports 
on the floor of the convention should be 
limited to those having really general 
interest to the membership, and that 
those presented would be abstracted 
only, as the plan will be to print and 
distribute the reports in advance. On 
this basis the time will be devoted to 
discussion of reports rather than pres- 
entation. Each three-hour session will 
be given over for the first hour and a 
half to committee reports and the re- 
maining time for special papers or ad- 
dresses and discussion. 
The subjects tentatively agreed upon 
were as follows: 
First session, president’s address, and 
the co-ordination of bus with railway: 
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- second session, a- program surrounding 
the Federal Electric Railways Commis-: 


sion report, and customer ownership of 
utilities; third session, the irreducible 
costs of operation, and the human side 
of management. At the evening ses- 
sion the plan will be to have two 
speakers of national importance with 
some special features of particular in- 
terest and value to the membership. 

Those present at the meeting were: 
Chairman J. N. Shannahan, President 
Cc. D. Emmons, G. T. Seely, Colonel 
J. E. Hutcheson, L. H. Palmer, W. F. 
Ham, C. R. Ellicott, H. V. Bozell, H. C. 
Clark and Gen. G. H. Harries. 


Coal Supply Special Service 
Discontinued 


HE special services of Col. John P. 

Jackson, representing the joint fuel 
committee of the three national utility 
associations, in assisting electric rail- 
way companies to secure coal supply, 
at the Washington office of the Associ- 
ation, were discontinued on April 1, 
1923. The extreme emergency has 
passed and the number of cases re- 
quiring attention has diminished greatly 
during the past few months. 

The association maintains its Wash- 
ington office under the direction of 
Charles L. Henry, chairman of the 
committee on national relations. P. W. 
McGovern, the local representative of 
the association, 949 Munsey Building, 
will handle any matter concerning coal 
supply. 


Storrs and Gadsden Candidates 
for Directors U. S. Chamber 
of Commerce 


WO past-presidents of the associ- 
ation, L. S. Storrs and P. H. Gads- 
den, have been placed in nomination as 
members of the board of directors of 
the United States Chamber of Com- 
merce for election at the next annual 
meeting to be held in New York City, 
May 7-10, 1923. Mr. Gadsden is a can- 
didate from the second election district, 
comprising. New York, New Jersey, 
Pennsylvania, Delaware, Maryland and 
the District of Columbia, while Mr. 
Storrs is a candidate for election from 
the Department of Transportation and 
Communication. 
Both Mr. Storrs and Mr. Gadsden are 
very familiar with the activities of the 
Chamber of Commerce in view of their 


past official connection with it, and are 


particularly well fitted to serve on its 
board of directors. 


Boston Meeting of Way 
Committee 


HE committee on way matters of 

the Engineering Association met in 
Boston on March 22 at the Engineers’ 
Club. 

On the standardization of frogs and 
car-clearance easements, a sub-com- 
mittee reported that it had been unable 
to agree on a method of standardiza- 
tion and wished the entire committee 
to decide upon the best procedure. The 
sub-committee was directed-to continue 
its work, although there will not be 


time to prepare a. final. report .on the 
subject for the convention. The com- 
mittee, therefore, will recommend a 
continuance of the study of this 
subject. 

‘After discussion of the design of sub- 
stitute ties, the committee voted to ar- 
range if possible for co-operation with 
the American Railway Association com- 
mittee which is studying the tie prob- 
lem. Co-operation was also suggested 
with the A.R.A. committee on the de- 
sign of small bridges, culverts and 
trestles. 

A comprehensive report on the de- 
sign of track construction for paved 
streets, prepared as a result of cor- 
respondence between H. H. George and 
the appropriate committee of the 
American Society for Municipal .Im- 
provements, was next considered. After 
slight revision the report was approved 
and Mr. George was requested to pre- 
sent appropriate specifications at the 
next committee meeting. 

Regarding the welded rail joint tests, 
W.W.Wysor reported the result of the 
Washington meeting of the committee 
on welded rail joints, and of plans for 
motors and equipment for the circular 
joint-testing machine. The discussion 
by the way committee showed appre- 
ciation of the necessity for conducting 
the contemplated tests and the im- 
portance of hastening the work. 

As to revision of existing standards 
and recommendations of standards to 
the American Engineering Standards 
Committee, R. C. Cram reported that 
six out of nine specifications submitted 
had been approved, and that three un- 
approved ones had been referred to the 
sectional committee for action. The 
last named included specifications for 
7-in., 91-lb. and 80-lb. plain girder rails, 
and materials for manufacture of spe- 
cial trackwork. 

The committee voted to recommend 
the advancement of the present prac- 
tice of designating compromise joints 
to “standard practice.” The chairman 
announced that W. W. Wysor would 
succeed W. R. Dunham, Jr., as chair- 
man of the sub-committee in charge of 
this subject. 

E. B. Entwisle reported for the com- 
mittee on revision of specifications for 
manganese steel switch pieces that only 
slight revisions need to be made in the 
present specifications. His sub-commit- 
tee was asked to continue the prepara- 
tion of specifications for manganese 
crossings for electric over steam rail- 
ways, and also to submit at the next 
meeting a design for use as a basis for 
such specifications, Victor Angerer 
was asked to co-operate with the A.R.A. 
committee and endeavor to secure the 
adoption of one specification for both 
associations. 

On the revision and correction of the 
Manual, the committee expressed the 
hope that all engineers interested would 
co-operate with R. C. Cram and the 
sub-committee in charge of this work in 
assisting in correcting and revising the 
Manual before it is bound in permanent 
book form. 

C. A. Alden reported that the special 
committee on wheel contour and curved 


_ treads had held a meeting and that he 


had been requested to submit designs 
for consideration by the special com- 
mittee. The way committee agreed 
with Mr. Alden that the special com- 
mittee should decide the matter of 
wheel and head contours first. 

In closing its meeting, the committee 
expressed appreciation of the hospital- 
ity of H. M. Steward and of the New 
England Street Railway Club. 

The meeting was attended by the 
following members: W. F. Graves, 
chairman; H. H. George, vice-chairman; 
R. C. Cram, sponsor; C. A. Alden, V. 
Angerer, W. R. Dunham, Jr., E. B. 
Entwisle, R. B. Fisher, H. Fort Flowers, 
C. F. Gailor, E. M. T. Ryder and W. W. 
Wysor. H. M. Steward, Boston Ele- 
vated Railway; S. G. Hughes, Differen- 
tial Car Company, and H. F. Heyl, Tay- 
lor-Wharton Iron & Steel Company, 
also attended as guests. 


Committee on Insurance 


HE committee on insurance of the 

American Electric Railway Asso- 
ciation met in New York on March 22 
with the following in attendance: John 
T. Staub, Baltimore, chairman; G. H. 
Bourne, New York; W. H. Daniels, Bos- 
ton; J. H. Moran, Boston; H. A. Nicholl, 
Anderson; F. J. Spaulding, Brooklyn. 
The committee first reviewed briefly 
the activities of the previous commit- 
tees on insurance and then decided to 
send out a questionnaire to all railway 
member companies asking for details 
of the amount of fire insurance carried, 
premiums paid, losses, etc., annually 
from 1916 to 1922. Various sub-com- 
mittees were then appointed, as follows: 
Rates and insurance statistics, C. B. 
Scott, chairman; H. A. Nicholl, P. N. 
Wilson, and Williston Fish; standard- 
ization of insurance form, J. H. Moran, 
chairman; W. H. Daniels and G. H. 
Bourne; fidelity bonding rates, G. H. 
Bourne, chairman; C. E. Morgan and 
J. H. Moran. 


Delegates to Chamber of 
Commerce Meeting 


HE American Electric Railway 

Association has the right to appoint 
a national councillor and nine delegates, 
with alternates, to the annual meeting 
of the Chamber of Commerce of the 
United States. The list of appoint- 
ments has just been given out, and con- 
sists of the following: 

National Councillor: J. N. Shannahan, 
Hampton, Va. Delegates: C. D. Em- 
mons, Baltimore; J. G. Barry, Schenec- 
tady; H. W. Blake, New York; Edward 
Dana, Boston; P. H. Gadsden, Phila- 
delphia; C. E. Morgan, Brooklyn; J. H. 
Pardee, New York; L. S. Storrs, New 
Haven; C. S. Townley, New York. 

Alternate National Councillor: J. H. 
Hanna, Washington. Alternate Dele- 
gates: Harlow C. Clark, Newark; H. J. 
Kenfield, Chicago; M. B. Lambert, East 
Pittsburgh; L. H. Palmer, Baltimore; 
J. W. Colton, New York; E. C. Faber, 
Chicago; W. H. Sawyer, East St. Louis; 
Raymond H. Smith, New York; C. U. 
Peirce, Boston. 
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Maintenance of Equipment 


Automatic Control for Compressor Built 
from Car Parts 


HOME-MADE device for auto- 

matically starting and stopping 
a GE-90, 50-hp. motor, driving an 
air compressor at the rock quarry 
of the Market Street Railway in 
San Francisco, has been giving effec- 
tive service practically without re- 
pair for six years. Except for the 
small cylinder actuating the contac- 
tor switch, the mechanism was made 


and stopped frequently to maintain 
the reservoir pressure between the 
desired limits of 100 and 85 lb. per 
square inch. Mr. Gaylord undertook 
to accomplish this automatically and 
did so successfully with the mech- 
anism outlined in the accompanying 
diagram. 

When the pressure in the air 
reservoir drops to a predetermined 
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up entirely from standard parts used 
on street cars and was therefore 
built without the purchase of any 
new equipment. The idea was de- 
veloped by John L. Gaylord, now 
garage foreman for the company, 
who devised the automatic control 
to do away with the necessity for 
having an attendant at the compres- 
sor plant. 

Drills in the quarry are supplied 
with compressed air from a reser- 
voir, which in turn is served hy 
a motor-driven compressor. As 
originally installed, except for start- 
ing and stopping, the compressor 
plant required no more attention 
than could be given at an inspection 
made once or twice a week. The 
motor, however, had to be started 


Contactors 
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Wiring Diagram 


minimum the governor A, which is 
the ordinary device used for con- 
trolling the compressor motor on a 
street car, closes and energizes the 
magnet B. This raises the plunger 
and lever C, opening valve D and 
allowing air to flow into. cylinder E. 
This raises the piston with the 
switch F and FI slowly across the 
contacts HH, allowing current to 
pass to contactors 1, 2, 3, 4, 5, which 
in turn gradually close the circuit to 
the motor and, by cutting out re- 
sistance gradually, start up the mo- 
tor slowly. The valve X is used to 
regulate the speed of piston £, 
thereby eliminating the need of a 
dashpot or similar device. 

When pressure in the air reservoir 
reaches the predetermined maximum 


the governor A is opened, current to 
B is shut off, plunger and lever C 
drops, valve D is closed and the open- 
ing of valve G allows air to exhaust 
rapidly from cylinder H#, so that a 
spring in # forces the piston (and 
F and FJ) down quickly, shutting 
off the current and stopping the 
motor. The valves D anu G are those 
ordinarily used for controlling @ 
compressed-air whistle line. 

In case the current is suddenly 
shut off, the action of this mech- 
anism opens the motor circuit the 
same as when the maximum pressure 
in the air reservoir is reached, and 
when the current again comes on the 
process of slowly starting up the 
motor automatically takes place. 
Should it be necessary to start up 
the motor when there is no pressure 
in the reservoir, the snap switches 
Q and the double-throw switch J are 
used until the reservoir pressure be- 
comes great enough (about 20 Ib. 
per square inch) to actuate the 
governor A. Ordinary 16-cp. car- 
bon filament lamps are used for 
resistance. 


Stop Warning Sign on 
Safety Car Doors 


UMEROUS accidents have been 

due to the fact that the door 
of the ordinary Birney safety car 
opens outward. Many an automo- 
bilist passing close beside a car, and 
not expecting it to stop, nor to have 
a door swing suddenly out in front 
of his machine, has crashed into the 
door and damaged it. The danger 
from this sort of accident was partic- 
ularly great on the Valley Road line 
of the Public Service Railway of New 
Jersey until warning signs were 
placed on the cars. 

Valley Road, Montclair, is a street 
of only moderate width and is tra- 
versed by a single-track trolley line 
with turnouts. Between a car on the 
turnout and the street curb there is 
scarcely room enough for an automo- 
bile to pass. If an attempt is made 
to pass a car with the door open an 
accident is almost sure to occur. Fre- 
quently the driver of the automobile, 
after smashing a safety car door, 
claimed not to have noticed that the 
door was open. As a result of this 
situation, George Schwetje, super- 
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“Stop” Warning Sign on Doors 
Prevents Accidents 


visor of Montclair carhouse, made 
the suggestion that a large “Stop” 
sign be placed on the doors of safety 
cars where it would be readily visible 
to a motorist on the right-hand side 
of the car. 

This sign is lettered in red on the 
glass of the rear half of the door 
just above the middle by a decal- 
comania process, at an almost neg- 
ligible cost. When the door is 
closed it is inconspicuous, but when 
the door is opened at right angles to 
the side of the car, the word “Stop” 
stands out prominently before an 
approaching automobile driver. The 
Public Service Railway first tried the 
idea in the early summer of 1922, 
and more recently every safety car 
operated by the company has been 
equipped with the “Stop” signs on 
the doors. Since the inauguration 
of the scheme the company reports 
that not one single door has been 
knocked off safety cars operated in 
the Essex division. 


Removing Pedestal Bolts 


N INGENIOUS apparatus has 
been devised in the shops of the 
Metropolitan West Side Elevated 
Railroad, Chicago, to facilitate the 
removal of pedestal jaw bolts. An 


Showing Apparatus in Position 


especially designed yoke, a lever bar 
and a hydraulic jack are the parts 
comprising this apparatus. The 
yoke is forged out of 14-in. x 14-in. 
wrought iron with lugs welded on 
each side in order to hold the yoke 
centrally on the journal box. The 
lever bar is of an exaggerated D- 
shape construction forged out of 2-in. 
round wrought iron. Any conventional 
truck jack with a lifting lug near the 
bottom may be used in conjunction 
with this device. 

As will be seen from the accom- 
panying illustration, raising the jack 
will relieve the journal box pressure 
on the pedestal jaw bolts, allowing 
this bolt to be removed with ease. 
The advantage and feature of this 
new apparatus lies in the fact that it 
is a great labor saver. Previous to 
its installation the bolts were re- 
moved by placing a crowbar under- 
neath the rim of the wheel and block- 
ing up on the truck frame in order to 
form the fulcrum. Four or five men 
on the other end of the bar, which 
oftentimes had to be extended in order 
to make room for the men, would form 
sufficient leverage to depress the 
equalizing springs. Removal of the 
bolts by this new method has proved 
highly satisfactory, inasmuch as it 
can be operated by one man with ex- 
treme safety. 


Forged Steel Fulcrums 
Replace Castings 


HE cast steel brake fulcrums in 

use on the cars of the San Fran- 
cisco Municipal Railway are not as 
satisfactory as another design made 
of forged steel which was developed 
in the shops of this system and which 
is- being substituted for the older 
type as fast as renewals are required. 
Not only is the old design consid- 
ered too light for the duty required, 


-but, being a steel casting, when bent 


or broken by accident, the only re- 
pair feasible is by replacement of a 
new part. The new design is heavier 
and breakage is rare, but when dam- 
aged by collision, etc., the wrought 
iron plate can be heated readily and 
reshaped. 

In making up the new design a 1x 
8-in. rectangular hole is first punched 
in a 4-in. steel plate 5 in. wide and 
2 ft. long. The plate is then heated 
at its middle and the two halves are 
folded together around a _ 1?-in. 
diameter pin placed across the middle 
of the plate in the position to be 
occupied later by the fulcrum pin. 
To fasten the two halves rigidly to- 


Brake Fulerums Made from Steel Plates 


gether, without the necessity for 
drilling and bolting, an electric weld 
is made along each edge, thus unit- 
ing the two parts brought into con- 
tact by the fold. 

One of the plates has about # in. 
at the end bent up at right angles, 
to fit over the brake beam and give 
a firm hold against the pull of the 
brake rods. The fulcrums are firmly 
secured to the brake beams by three 
g-in. bolts. 

These new plates, designed by 
William C. Bendel, master mechanic 
of the San Francisco Municipal Rail- 
way, are not costly to build and have 
given such satisfactory service that 
they are now being specified on new 
equipment. 


Rail Bases Destroyed 
by Corrosion 


HE accompanying illustration 

shows the badly damaged condi- 
tion of 8-in. T-rail bases after 
twenty-nine years of service on an 
electric railway system in the West. 
The corrosive action was most rapid 
in the part of the rail resting on the 
ties; the illustration shows two rails, 
bottom up, with points where the 
base rested on the tie marked “T.” 
At these points the rail base had 
been eaten away, both in width and 
thickness, much more than at other 
sections. The part of the line from 
which these rails were removed was 
in filled ground which was always 


Rails Eaten Away by Corrosion 
Points marked T indicate bearing of rail 


base on tie. 
these points. 


Action was more extensive at 
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wet. Damage was fairly uniform all 
along a 3-mile double-track line. 

Damage to the rail head and web 
was comparatively slight, the serious 
disintegration being confined -to the 
base. These rails were taken out of 
service on account of the destructive 
corrosive action, i.e., neither the wear 
on the rail head nor the necessity for 
substituting another rail section 
would have required the removal of 
the rails at the time they were taken 
out of service. 


Cutting Keyways for Small 


Diameter Shafts 


O CUT keyways in the #-in. holes 
in. steel castings used for open- 
ing gates at the forward end of cars, 
William C. Bendel, master mechanic 
of the San Francisco Municipal 


Cutting Tool and Casting Slotted for Key 

Cutting tool is at the left, with lower or 
entering end near the casting. The keyway 
in the casting shows in outline. 


Railway, uses a specially designed 


tool _with which the keyway is 
punched on the hydraulic press. 
The tool consists of a #-in. shaft 
of case-hardened, cold-rolled steel, in 
which a slot carries a series of cut- 
ting teeth shaped to cut parallel to 
the axis of the shaft. After the hole 
is drilled in the steel casting, the 
end of the cutting tool shaft is in- 
serted in the hole and pressure is 
applied to the upper end of the tool 
by the hydraulic press. As the tool 
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moves downward the first tooth cuts 
a square cornered groove or keyway 
zz in. deep and is followed by the 
second tooth, which increases the 
depth of the groove by a like amount, 
each successive tooth adding x in. 
to the depth of the keyway. 

As an experiment the plan of 
speeding up the work by punching 
two castings at once was tried. This 
proved to be too great a strain on 
the cutting tool and two teeth were 
broken out near the top, as shown 
in the illustration. Since the break, 
however, the punching of single 
castings 12 in. thick has been done 
successfully with the tooth at the top 
making a cut * in. deep. 

This method of slotting keyways 
has long been used in brass and 
bronze castings and the tool shown 
was made to apply the same idea in 
working the harder metal. 


New Equipment 


Available 


Repairing Arms of Iron- 
Bound Special Work 


-YAHE Metal & Thermit Corpora- 

tion, New York, N. Y., calls at- 
tention to the method of making 
repairs to broken or loose arms in 
iron-bound frogs, 
mates or _ switches 
through the use of 
thermit welding. 
These repairs are made without re- 
moving the broken or loose parts 
from their location in the track. 
One or two yards of paving around 
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the defective parts are removed and 
just enough concrete or paving 
foundation is cut out from under the 
rails to allow the application of 
mold boxes. A certain amount of 
the cast-iron metal is chipped away to 
permit the thermit steel to flow be- 
tween the rail and the casting and thus. 
to amalgamate with both parts. The 
accompanying illustration shows the 
required procedure for welding. The 
cost of repairs made according to 


this method have averaged as 

follows: 

Thermit welding material, about....... $30: 

Labor, aboutys oi Sere. reledaS Oe 20 
Total ists 3 Tdi vleseute oe) aaetreaee $50 


The quantity of material required, 
of course, depends to a considerable 
extent on the size of the rail and 
other circumstances. This method 
has been used in Joliet, Ill., and in 
Providence, R. I., with economical 
results. 


New Type Commutator 
Slotter 


HE Martindale Electric Com- 

pany, Cleveland, Ohio, is market-- 
ing the “Imperial Undercutter,” 
which is a new device for slotting 
commutators. The slotting machine, 
as shown in the accompanying illus-’ 
tration, is driver 
through a flexible 
shaft from an electric 


New Type Commutator Slotter 


drill and may be purchased with or 
without the motor, as desired. The 
cutter sets in a recessed portion of 
the tool, and V-shaped milling cutters 
are used instead of the usual square- 
toothed saw. This produces a “V”- 
shaped slot which is recommended as: 
being self-cleaning, and also avoids 
the necessity fer scraping the strips 
of mica from along the edges of the 
commutator bars. A movable block 
with a guide for riding in the ad- 
jacent slot is provided at the left of 
the cutter, and a micrometer screw 
adjustment on the shaft of the cutter 
enables one to locate the cutter in 
the exact center of the mica. There © 
is also an adjustable “V’’-shaped rest 
for regulating the depth of the slot 
and to insure uniformity. 

The handle shown at the left in 
the illustration is hollow, so as to 
permit the attachment of compressed 
air lines to blow away the dust from 
the front of the cutter and thus to 
enable the operator ta see his: work 
clearly at all times. 
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Transit Bills Pass 


New York Senate Approves Reorganiza- 
tion of Public Service Commission © 
and Five-Cent Fare Proposition 


By a strict party vote the Demo- 
cratic Senate passed on April 4 the 
Smith-Hylan New York City trans- 
_ portation bill, which now goes to the 
‘ Republican Assembly for concurrence. 

Two other measures of the Governor’s 

q public utility series were also disposed 
_ of by the Senate. 

i The bill to reorganize the Public 

$ Service Commission by substituting a 

; commission of three members, remov- 

‘ able by the Governor, for the present 

Z five commissioners, who can be re- 

moved only by a two-thirds vote of the 

‘ Legislature, and the Walker bill estab- 

: lishing a 5-cent fare in all cities 

throughout the State were passed and 

sent on their way to the lower house. 

The transportation bill, which vests 
in the New York City Administration 
absolute control of the city’s transit 
lines, including the right to own and 
operate bus and traction lines, was 
passed by a vote of twenty-six to nine- 

’ teen. The vote for the bill reorganiz- 

¥ ing the Public Service Commission 
stood twenty-six to twenty. The five- 
cent fare bill was passed by twenty- 
eight to seventeen. 

The New York County Republican 
Committee on April 3 declared that the 
city should control its transit contracts 
and construct its subways, that the 
state should continue to do the regu- 
lating and that the people should be 
spared the blight of municipal opera- 

3 tion of subways and buses. 

Henry H. Curran, chairman of the 
transit committee appointed by the 
county committee six weeks ago, read 
the report. Mr. Curran’s . committee 
makes the following recommendations: 

1. That the whole of the public’s power 

' to agree with a transit company on a modi- 
i" fication of a transit contract be vested in 
the city. This is home rule—and a 5-cent 
fare if the city so determines. 

2. The planning and building, by con- 
tract, of new subways should be done wholly 
by the city. This breaks the deadlock 
between state and city that has stifled sub- 
way development. a 

3. Our city should be spared municipal 
operation of transit. This recommendation 
holds city government to its proper sphere 
of work,.and insures the use of the city’s 
limited funds for schools, parks, docks and 
other. pressing needs. As to buses, the 
city has now and always did have the 
power to arrange responsible private opera- 
tion of buses on the city’s own terms. 

4. The regulation of transit operation—a 
) difficult, intricate work that is quasi-judicial 
r in its nature and requires continuity of 

control—should remain in the Transit Com- 
‘ mission. This leaves regulation where it 
t belongs—a function of the state. 
7 5. The Transit Commission should be 
retained, in ticular, to perfect its plan 
for a city-wide and city-owned unification 
of our transit system as it now exists, for 
a 5-cent fare. By our first recommenda- 


tion the plan may not be put into effect 
without the city’s consent. 


The policies thus announced are ex- 
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pected to guide the Assembly, which is 


‘Republican, in its handling of the New 


York transit legislation. 


Pennsylvania to Have Public 
Utility Information Bureau 


A movement has been started by the 
public utility ‘companies operating in 
Pennsylvania to put their case more 
forcefully before the public. At a meet- 
ing at Philadelphia on April 4, it was 
the unanimous opinion of executive of- 
ficers of the gas, electric light and 
power, water, electric railway and tele- 
phone companies that publicity was the 
most effective way to create and main- 
tain cordial relations with the public. 

Officials of all of the utility com- 
panies in Philadelphia and from Pitts- 
burgh, Scranton and other cities and 
towns throughout the State attended 
the meeting. A temporary publicity 
committee was organized, with P. H. 
Gadsden, vice-president of the United 
Gas Improvement Company, as chair- 
man. Among the railway men on the 
committee are C. B. Fairchild, Jr., of 
the Philadelphia Rapid Transit Com- 
pany; and C. L. S. Tingley, second vice- 
president American Electric Power 
Company, the successor to the Ameri- 
can Railways. 

Mr. Gadsden said every large State 
in the Union, with the exception of 
Pennsylvania, has a committee func- 
tioning along the lines it is purposed to 
lay out for the Pennsylvania com- 
mittee. 

It is expected the committee will 
choose a director in the near future. 


$4,000,000 Is Being Spent by 
Chicago Elevated Roads 


Estimates of the cost of improve- 
ments contemplated by the “L” roads 
in Chicago this year in addition» to 
ordinary expenditures, total nearly 
$4,000,000. The largest single item is 
for 105 new cars, at a total cost of 
$2,400,000, delivery on “Which. is ex- 
pected to begin early in May and be 
completed by fall. The cars will be 
placed in service as fast as. they are 
received. 

Some of the more important im- 
provements and the estimated cost of 
each are: ° 


Gee ES NANI S Eas ap live bane » ave $2,400,000 
for 8-car 


Extending platforms 


EPRI GDONALION oh oo 0e och s 0 oe 496,500 
New Uptown Chicago Station, 

WYSISON SRV CG aos ac oie wee a 155,000 
Roosevelt Road station and al- 

teration of structure due to 

BEPGCEs WIGS se ociaic cvs s oceans 161,000 
“L” share of alterations on ac- 

count of new Union Station... 137,500 
Extension Douglas Park line to 

Oak Park avenue .......-«.. 60,000 
Express tracks Wilson to Law- 

PEUCOAVERIG aa NG sa ceo be es et 88,500 
Alterations on Oak Park “L” for 

Ogden avenue widening ...... 26,000 


Tit! 2. $3,524,500 


$52,000,000 Released for 
Subway Work 


Governor Pinchot of Pennsylvania on 
April 3 signed the Daix bill which re- 
leases the “frozen money” held as un- 
expended balances of loans authorized 
for specific purposes under the Taylor 
rapid transit plans for Philadelphia. 

Voters of Philadelphia, under pro- 
visions of the Daix bill, now will have 
the opportunity of deciding on transit 
projects. The situation heretofore was 
that $52,000,000 of bonds voted for 
transit improvement was earmarked 
in such a way the money was tied up so. 
it could not be used except as had been 
directed under the plans adopted when 
A. Merritt Taylor was Director of City 
Transit. 

The Mayor’s comment follows in part: 

Apparently Council will have authority 
to cancel many of the authorizations. for 
high-speed lines voted by the people in 1916. 
If the people wish to hold what they secured 
and now have in the way of authorizations 
and appropriations for such lines as the 
Broad Street subway and the extensions 
to League Island, Roxborough, Chestnut 
Hill, Germantown and Olney, they will have 
to fight it out with Council. 

That is about the way we view the situa- 
tion here, and, of course, will take oppor- 
tunity from time to time to keep the people 
advised. 

Another development in the transit 
situation on April 3 was a conference 
attended by Mayor Moore, City Solici- 
tor Smyth, Director Twining and A. 
Merritt Taylor, regarding high-speed 
transit problems. The part played by 
the Mayor in the conference was not 
made known by any of the parties pres- 
ent, but in view of the announcement 
made on his return that he intended 
“vetting on” with transit plans and ad- 
vertising bids for the Board Street sub- 
way by June 1, it is thought that an 
attempt was made by him to reconcile 
the differing views of Mr. Taylor and 
Director Twining through compromise. 


Chicago Democrats Elect 
Dever Mayor 


William Emmett Dever, Democratic 
candidate, was elected Mayor of Chicago 
on April 2 over Arthur C. Lueder, 
Republican nominee, by 103,748 plural- 
ity. Judge Dever carried all his asso- 
ciates on the Democratic ticket to 
victory. Thus Democrats now for the 
first time in many years are in com- 
plete control of the affairs of the second 
largest city in the United States. 

Dever’s plurality is the largest ever 
given a mayoralty candidate, except 
that of Mayor Thompson, who won his 
first victory in 1915 by a margin of 
147,477. Mayor Dever will have the 
support of a Democratic City Council, 
the changes in that body giving the 
Democrats about four to one advantage. 
Dever is pledged to the following re- 
forms: 
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Municipal ownership and operation of 
‘transportation lines, with immediate pro- 
jection of an adequate subway system. 

School board and schools to be taken en- 
tirely out of politics. 

Erection of school buildings sufficient to 
provide every child with a seat, full time. 

Some commentators on the result of 
the election profess to see in it the 
strengthening of William R. Hearst’s 
influence upon the city government. It 
is understood that Mr. Hearst person- 

: a 
ally contributed $100,000 to Dever's 
campaign fund and the Democratic 
National Committee chipped in with 
$50,000. 

Mayor William Hale Thompson’s ad- 
ministration has been a constant target 
for several years. The Mayor will re- 
tire from office knowing his machine 
turned the city over to the Democrats 
and left his own party torn by internal 
dissentions that may not heal for 
years. 


Municipal Operation of Staten 
Island Lines Attacked 


Municipal operation of the Staten 
Island Midland Railway, under Grover 
A. Whalen, Commissioner of Plant and 
Structures of the city of New York 
was characterized as a complete failure 
by Alderman Bruce M. Falconer at the 
meeting of the Board of Aldermen on 
March 27. 

The discussion of the railway came 
up when Commissioner Whalen re- 
quested the board to grant him another 
$50,000 revolving fund for the line. 
Since the city took over the line it was 
said that $450,000 has been sunk in it. 

Mr. Falconer was quoted in part as 
follows: 


It is two years and one month since the 
city acquired control of this railway. The 
trial of municipal operation which the 
Hylan administration purposes for all tran- 
sit in this city, in this instance at least, 
has proved a complete financial failure. If 
the revenue is sufficient to maintain service, 
why does Commissioner Whalen come here 
asking for more money? His reports omit 
depreciation of rolling stock and equipment 
when anybody knows such allowance should 
be made. There is no reference to taxes 
that would have to be paid by a private 
operator. The amount of interest on city 
bonds is not mentioned, nor are the prospec- 
tive damages in civil actions computed. 


To this criticism Commissioner 
Whalen. is said to have replied: 


It is absurd to compare this road with 
any other in the world. It was defunct for 
years. It lost $30,000 in its last year of 
operation and paid no franchise tax to the 
city for the ten preceding years. It didn’t 
meet any of its paving obligations to the 
city and the Hylan administration was 
forced to take it over, not by choice but on 
account of necessity. 


The board voted to grant Mr. Whalen 
his requested funds. 


Scranton Questions to Be 
Arbitrated 


There will be five arbitrators to 
decide the wage and working conditions 
issues between the Scranton (Pa.) Rail- 
way and its employees. This was de- 
cided on March 31. ‘The company was 
officially notified on that day of the ac- 
tion of the union in voting to accept 
arbitration as the counter proposal of 
the company. A draft will be drawn 
of exactly what phases of the matter 


are to be submitted to the board. Two 
arbitrators will be appointed by each 
side and the four thus selected will de- 
termine the fifth man. The men are 
asking an increase in wages of approxi- 
mately 10 per cent. 


Two Commissions in Detroit 
Make Joint Report 


That the proposed system of subway 
dips in downtown Detroit as announced 
by the street railway commission is not 
satisfactory after a more thorough 
study by the rapid transit commission 
and the street railway commission, is 
evidenced by a joint report by the two 
commissions to Acting Mayor John C. 
Lodge. The following - reeommenda- 
tions are made in the report: 

1. That more immediate relief for sur- 
face congestion in the centra] area be ob- 
tained through further rerouting of lines 
in the downtown district. 

2. That the rapid transit commission be 
specifically instructed to prepare its plans 
and program for the hub of a rapid transit 
system serving all of the six main arteries 
within the central business area. 

3. That part or all of such hub plans as 
may be determined to be wise by the City 
Administration be submitted to the regular 
election this fall. 

The proposed co-operative effort, and 
studies by the two commissions and 
their engineers will, the report stated, 
place in the hands pf the City Admin- 
istration, within a few months’ time, 
sufficient engineering, legal, and finan- 
cial data to make it possible to submit 
a definite rapid transit scheme to the 
electors of Detroit at the October 
election. 

It is the street railway commission’s 
determination to hold public hearings in 
the City Hall and discuss the needs of 
each district, according to Ross Schram, 
assistant general manager of the de- 
partment, thereafter beginning work 
upon these extensions in the order of 
their immediate necessity, as shown 
during the hearings. For the sake of 
discussion, the various districts where 
extensions are required now or will be 
in the near future, are divided into 
eleven sections. This announcement 
was made in anticipation of the favor- 
able result at the April 2 election. 

In addition to these situations, the 
department plans to take care of out 
of its ordinary funds, a large amount 
of minor track changes necessary for 
rerouting, as well as improvements in 
downtown loading facilities required 
immediately, pending the approval of 
the plans for the subways. 


Accidents Decreased in 1922.—In its 
publicity symposium, the “Truth,’”’ pub- 
lished in the daily papers, the Memphis 
(Tenn.) Street Railway calls attention 
to the fact that there were 124 fewer 
accidents in 1922 than in 1921; that 
outstanding litigation decreased 57 per 
cent, and that the claim cost was re- 
duced. The number of new suits arising 
in 1922 showed a decrease of 36 per 
cent as compared with 1921. People 
are learning the advantages of dealing 
direct with the claim department to 
secure a prompt settlement of just 
claims. 


New Chicago Executive Starts Off 


on the Right Foot 

After G. A. Richardson, recently ap- 
pointed vice-president of the Chicago 
Surface Lines, had been filling his new 
position for a month, he issued a state- 
ment to all of the employees on the 
property, which has met with a very 
warm reception. The Union Leader, 
official publication of the street car- 
men’s union in Chicago, has referred to 
the message of the new operating head 
in most kindly and complimentary 
terms. In discussing his reference to 
the need for effective team work, this 
paper said: 


No group of workers realizes the value of 
team work so well as the organized group. 
The expression of the new operating execu- 
tive indicates a progressive viewpoint in 
aiming to establish the kind of relations 
necessary to bring proper results, and with 
this spirit continued and a just regard for 
the interests of all maintained there is 
every reason to believe that the team work 
suggested by Mr. Richardson will find gen- 
erous response from the employees. 


Mr. Richardson pointed out to the 
employers that “there is no intention 
on my part of trying revolutionary 
methods. Like all of those identified 
with the property I have but the single 
desire to assist in developing the sur- 
face lines to the highest efficiency in 
service. Perfection in a property may 
not be possible, but improvement is 
always possible, and that is what we 
want to work for here.” 

In commenting on this thought, the 
union paper stated that it represented 
“‘a healthy indication of the broadening 
viewpoint of up-to-date executives in 
the electric railway business.” On this 
point the editorial said: 


Too often in the past the man accepting 
an executive position in the electric rail- 
way business, eager to make a showing, 
has wrecked his opportunities for service by 
attempting innovations that were unfitted 
for the environment, and therefore proved 
impracticable. In many cases these inno- 
vations have been arbitrarily established, 
with Bike de opt, to the interests he repre- 
sented, 


Mr. Richardson had some comments 
to make on courtesy: 


In our business, as in others, one of the 
most valuable assets is courtesy—and cour- 
tesy is also the best evidence of a man’s 
good faith in making for the company’s 
success. Answering questions pleasantly ; 
exercising care in insuring the safety of 
those boarding and leaving cars; being 
careful not to run by waiting passengers ; 
courteous explanation in cases where trans- 
fers appear to be irregular; a little bit of 
help now and then to the aged and infirm— 
all of these things are easy to do, and they 
form the very foundation of successful pub- 
lie service. 


The Union Leader pointed to this 
paragraph as one of the things which 
the Amalgamated Association and its 
official journals have continually em- 
phasized. Its final characterization of 
the message of the new vice-president 
was that it “is a common sense, prac- 
tical talk. It carries neither ice nor 
sugar and is free from the formal stiff- 
ness that marks the usual pronounce- 
ments of this character. It will be 
accepted in good spirit by the employees, 
and so long as Mr. Richardson shows 
a disposition to maintain just relations, 
he will find the members of Division 
241 doing their share to bring about 
the fullest measure of team work to 
produce a service that will be beneficial 
to all interests concerned.” 
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Electors Approve Franchise 
Amendment 
The voters of Jackson, Mich., on 
April 2 approved an amendment to the 
grant of the Michigan United Rail- 


ways which will mean a cancellation. 


of the obligations on the part of the 
company to do future paving between 
tracks. As a result of the vote paving 
will be\done between the tracks and 
18 in. to either side by the Michigan 
United Railways on West Ganson 
Street at a cost of $61,000, and Page 
Avenue will also be paved at an esti- 
mated cost of $80,000. 

John F. Collins, yice-president, gen- 
eral manager and receiver of the com- 


pany, was recently granted permission - 


by Judge Simons in the District Court 
to borrow $141,000 for these paving 
jobs provided the amendments to the 
charter were adopted in Jackson. The 
proposal of the company, which was 


-in the form of a binding contract ap- 


proved by the Federal court, was that 
the company would borrow money and 
increase its investment in Jackson 
$141,000 on condition that when Gan- 
son, First and Page Avenue were 
fixed up the company would not there- 
after be bound by franchises and ordi- 
nances to pave between the tracks of 
its city lines 


Can Youngstown Afford Railway 
and Jitney Service 


The Youngstown (Ohio) Vindicator 


has raised the question: ‘Can Youngs- 
town afford both street car and jitney 
service?” In concluding a long editorial 
that paper said: 


The question must be faced squarely. 
Youngstown cannot go on letting the jitneys 
run wild and the railway pile up a deficit 
every month. If that condition continues 
we shall soon have no street cars, and the 
jitneys, of course, do not pretend to meet 
our transportation needs. They take only 
the cream and leave the railway the un- 
profitable business. The only way the com- 
pany can get back on its feet is to reduce 
fares and get more passengers. But there 
will always be riders who will pay 10 cents 
for a jitney ride even though the jitney 
keeps the railway car fare high and pre- 
vents others from riding at-6 or 7 cents. 

This is the situation. Does Council have 
the brains and the courage to lift us out of 
it? And will the city back Council in a 
manly search for a solution? 


Texas Governor Kills Bill to Per- 
mit Bus Operation by Railways 
Governor Neff of Texas has vetoed 


' the bill which was passed by the Legis- 


lature at its recent session authorizing 
electric railways and interurban lines to 
operate motor buses. Under the pro- 
visions of the bill city railways, subur- 
ban or interurban lines would be per- 
mitted to acquire, own, maintain and 
operate automobiles, automobile buses 
and automobile bus lines for the trans- 
portation of passengers or property, 
and to be so authorized in future 
charters. 

_ The Governor used this language in 
its disapproval: 


The public policy of the state of Texas 
has been to restrict private corporations or 
quasi-public corporations to be incorporated 
for one purpose. The enlargement of the 
powers of a railway or an interurban rail- 
way as provided in this bill is an infringe- 


ment of this public policy, as declared by 
our laws, and should not be allowed unless 
the benefits to the public are self-evident. 

The permission for a city railway or an 
interurban railway to own, maintain and 
operate automobiles, automobile buses and 
automobile bus lines, as given in this bill, 
is an extension of corporate power that 
would permit the strangling of competition 
and ownership of independent bus lines. 
This measure, to say the least, has in it 
many potential objections. 


Mr. Doremus Elected 
Detroit Mayor 


$17,000,000 in Bonds Authorized for the 
New Railway Work and for the 
Construction of Power Plant 


Frank E. Doremus was elected 
Mayor of the city of Detroit on April 2 
by the largest majority in the history 
of the office, defeating Dr. James W. 
Inches, former police commissioner. Mr. 
Doremus, former congressman from the 
Detroit district, had outlined his policy 
towards municipal ownership and as- 
serted that the application of horse- 
sense and patience was essential in 
handling the matter. Unofficial re- 
turns indicated that Mr. Doremus re- 
ceived 89,391 votes to 34,649 cast for 
Dr. Inches. The vote cast, a little in 
excess of 124,000, fell behind the vote 
of 1920 and 1921, but exceeded that of 
the spring election of 1922. 

The $5,000,000 bond issue for exten- 
sions and improvements to the munic- 
ipal railway, twice rejected at previous 
elections, and also the $12,000,000 bond 
issue for the construction of a munici- 
pal power and lighting plant, were 
carried. More than three quarters of 
the output of the new power plant will 
be supplied to the railway. 


PLEASED OVER PASSAGE OF 
BOND ISSUE 


Mr. Doremus expressed himself as 
pleased that both bond issues had 
earried although he did not campaign 
for them. He will take office about 
April 10, depending upon the time at 
which the official count of the ballots 
is made. The new Mayor will have to 
run for office again in the fall as the 
April 2 election for Mayor simply filled 
the vacancy caused by the resignation 
of former Mayor Couzens to become 
United States Senator. 

As pointed out before the election, 
the $5,000,000 provided by the bond 
issue will be expended for extensions 
to existing street railway lines and in 
the purchase of 200 additional new 
cars. The $12,000,000 for a power 
plant will not all be made available at 
one time as it is estimated that $2,000,- 
000 will start the project and supply 
the first year’s needs. It has been 
cited that failure to provide for the 
power plant would have threatened the 
present low fares on the municipal 
lines. A very large saving is expected 
to acerue to the city annually by sup- 
plying its own power as compared with 
the cost of purchased power when the 
present contract rates for power have 
expired. 

Both bond issues required a 60 per 
eent majority. The street railway 


issue received 61 per cent and the 
power plant bond issue received 638 
per cent. 


Substitute Bill to Be Introduced 
in New York 


A dispatch to the ELECTRIC RAILWAY 
JOURNAL from Albany on the afternoon 
of April 6 said that Assemblyman 
George N. Jesse, Republican represent- 
ing the twenty-third district, New York 
City, will introduce on Monday night, 
April 9, in the New York State Legisla- 
ture the Republican substitute bill 
regulating utility matters in the city of 
New York. The measure will restore 
to the city of New York the right to 
enter into contracts and franchise 
agreements with operating corpora- 
tions, to regulate the rate of fare to be 
charged and to build and own transit 
facilities, but will reserve to the state 
Public Service Commission control over 
service and capitalization. Assembly- 
man Jesse has confidence that his sub- 
stitute measure will pass the lower 
house and will, in general, be accepted 
by the Democratic Senate. 

Further amendments to the Public 
Service Commission Law will be offered 
from the Republican side of the House 
restoring to municipalities the right to 
enter into contracts and _ franchise 
agreements with local corporations, but 
will reserve to the State regulatory 
body supervision over service and 
capitalization. There is little disposi- 
tion at the present session of the legis- 
lature to change the personnel or man- 
ner of appointment of the present State 
Public Service Commission. 


New Wage Scale Being Planned 


Employees of the Community Trac- 
tion Company, Toledo, Ohio, are seek- 
ing a new wage scale to replace the 
present agreement which expires on 
May 21. The present scale for train- 
men is 45 cents an hour up to three 
months service, 47 cents for the next 
nine months service and 50 cents there- 
after. It is expected that the new con- 
tract will be ready to submit to the 
officials of the company by April 20. 


Men Seek New Wage Agreement.— 
Members of the union recently voted to 
appoint a wage committee to draw up a 
new wage schedule with the Boston 
(Mass.) Elevated Railway. The present 
seale expires on July 1. 

Men Discuss Wage Agreement. — 
Railway employees of the Cumberland 
County Power & Light Company, Port- 
land, Me., have had under discussion 
new working conditions and wage 
schedules. The present agreement ex- 
pires on May 1. Last year the men 
voluntarily accepted a wage cut. 

Wages Increased Five Cents an Hour. 
—Beginning April 1 trainmen of the 
Harrisburg (Pa.) Railways were to re- 
ceive a wage increase of 5 cents an hour. 
First year men will be paid 48 cents 
an hour, second year men 49 cents and 
employees who have served more than 
two years will receive 50 cents an hour. 
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Financial and Corporate 


$13,827,583 Residue Receipts 


Revenues of the Chicago Surface Line Decline with Decrease in Fares 
—Operating Expenses Also Reduced 


ANY interesting features, both 
financial and physical, are pre- 
sented in the ninth annual report of 
Henry A. Blair, president Chicago Sur- 
face Lines, to the board of operations. 
During the year ended Jan. 31, 1923, the 
system carried 762,629,211 revenue pas- 
sengers, as compared with 750,515,622 
the previous year. 

Throughout the fiscal year ended Jan. 
31, 1922, an 8-cent fare was in effect 
on account of a Federal injunction 
against the order of the Illinois Com- 
merce Commission. The case was re- 
opened and the fare ordered reduced to 
6 cents, effective May 1. This order 
also was held up by the Federal court, 
the award being on condition that the 
companies not later than June 15 
should charge not to exceed 7 cents, 
with three tickets for 20 cents and 3- 


CHICAGO SURFACE LINES 


Earnings, Expenses and Division of Residue 
Receipts for Twelve Months Ended 
Jan. 31, 1922 and 1923 


Earnings 1921-1922 1922-1923 
Passenger cars (inc. 

mail carriers)... $59,706,413 $55,495,311 
Chartered cars ... 12,123 9,594 
Newspaper cars.. 16,161 15,868 
Freight earnings.. 2,318 1,864 
Hospital car serv- 

IGO% ss.» sis ieee ere 4,194 5,078 
Advertising ...... 247,184 253,678 
Rents of buildings, 

Ad RE eae aoe 106,479 100,240 
Sale of power..... 92,371 89,341 
Interest on deposits 137,939 119,033 
Miscellaneous .... 18,553 13,055 
Gross earnings.... $60,343,733 $56,103,062 


Expenses 


Way and structures $ 3,040,940 $ 2,556,627 
Equipment ....... ,348,373 3,788,171 
Renewals .....<.. 4,827,499 4,488,245 
Power maintainance 320,375 316,450 
Power operation. . 3,128,792 3,175,391 
Conducting trans- 

portation—train- 

MeN =. sce eee 21,574,699 19,662,636 
Conducting trans- 

portation—other. 3,208,603 2,912,780 
PYGING Send vedere 34,547 42,093 
General and mis- 

cellaneous—dam- 

RSCS 4. ake 2,271,224 2,356,329 
General and mis- 

cellaneous—other 1,568,098 1,859,348 
AROS iS w thysi eae 2,193,000 3,258,000 

Total expenses... $46,516,150 $44,416,070 

Residue receipts. *$13,827,583 *$11,686,992 


Divided: 
Chicago Railways— 


60 per cent......* $8,296,550 *$7,0 
South Side Lines— : wid oP ests 
40 per cent...... * 5,531,033 * 4,674,797 


*Includes city’s 55 per cent of net divisi- 
ble receipts, as defined by ordinances. 


cent cash fares for children between 
seven and twelve years of age. The 
fare was reduced June 15, 1922, in ac- 
cordance with this award. The original 
order called for the sale of the tickets 
by conductors on the cars, but this has 
since been modified, so that tickets are 
obtainable only at certain designated 
agencies. This reduction in fares 
caused a decrease in total revenue from 


$60,343,733 in 1922 to $56,103,062 in 
1923. Expenses were reduced from 
$46,516,150 to $44,416,070, leaving resi- 
due receipts, after taxes and reserve 
for renewals, of $11,686,992 for the past 
year, as compared with $13,827,583 for 
1922. Complete figures are shown in 
the accompanying table. 

Substantial reductions in expenses 
were made in way and structures, equip- 
ment and power maintenance and in 
conducting transportation. The re- 
newal fund, which represents 8 per 
cent of the total gross revenues, was 
proportionately reduced. Power and 
damages were higher, presumably on 
account of the greater car mileage run. 

The 80-cent wage scale for trainmen, 
which had been in effect since June 1, 
1920, was reduced 10 per cent, effective 
Aug. 6, following a strike of the train- 
men which tied up the system for -six 
days. A similar reduction in pay was 
made in other departments. 

During the year a number of applica- 
tions were made to the Illinois Com- 
merce Commission for authority to 
establish motor bus lines in the city. 
The commission took the following 
stand: “In the consideration of motor 
bus transportation the commission 
should be cognizant of the fact that it 
could not be considered-to be for the 
public convenience and necessity of 
either the whole people of the city of 
Chicago or those persons immediately 
dependent upon the surface or elevated 
lines for transportation that bus line 
service should be instituted which would 
either seriously impair the service of 
present lines of transportation or 
would ultimately destroy this service 
entirely.” 

Betterments of service growing out 
of the special transportation studies 
made by John A. Beeler have continued 
with good results. Investigations by 
experts within the company’s organiza- 
tion are going forward with a view to 
making improvements in the service 
and at the same time effecting bette 
economic results. 


New TRACK CONSTRUCTED 


During the nine years of unified 
eperation the companies have con- 
structed 96.56 miles of new single 
track, at a cost, including paving and 
overhead, of $4,532,639, and they have 
reconstructed 399.18 miles at a cost, ex- 
clusive of overhead structure, of $18,- 
889,615. The changes in mileage dur- 
ing the year are as follows: 


Reheat Ai. «= << iapicietenee 1,061.32 
FUSEBIGNOME de Asan wks <s 0 cos aaae he 0.56 
MD ETLORLERS itn ca oie atti bas » oub sige eee 0.98 
RSCORMUTUCTEE iy tiene oes een aw sleie's 33.48 
Total miles single track Jan. 31, 

Oe eta Si iC Ie Pere 1,060.90 
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In connection with work during the 
year the company laid or renewed 160,- 
831 sq.yd. of paving, principally granite 
block, which cost approximately 
$558,048. During the nine-year period 
of unification the companies have ex- 
pended for paving the sum of $5,157,882. 
Additional paving laid in maintenance 
was 156,840 sq.yd., costing $531,118. 

During the year there were 11,843 
wreck wagon calls, of which 56 per 
cent originated from blockades caused 
by breakdowns of wagons and trucks 
on the tracks, fires and other causes 
apart from car operation. 

All power is purchased from the 
Commonwealth Edison Company under 
contract. For the year the amount pur- 
chased (a.c.) was 546,507,077 kw.-hr., 
which was converted into 499,875,623 
d.c. kw.-hr., the difference representing 
the loss in conversion. The total cost 
of the energy at the dc. busbar is 
given as $4,507,528. This includes oper- 
ation. maintenance, fixed charges and 
purchased power. Some of these items 
are not shown separately in the earn- 
ings statement. 

Changing the trolley wire from 00 
to 000 has helped reduce the number 
of breaks and consequent delays to 
traffic. 


CaR FAILURES REDUCED 


The number of out-of-order cars 
pulled in averaged 1,563 per month, 
compared with 1,961 the previous year, 
a decrease of 20.38 per cent. During 
Christmas week over 96 per cent of the 
cars were available for service. 

During the year there were author- 
ized forty-five double-truck one-man 
cars, to be built at the company’s shops; 
100 double-truck four-motor cars to be 
built by outside manufacturers, and 
sixty-nine double-truck four-motor cars 
to be built at the company’s shops. 
This last order is to replace a part of 
the cars lost in the Devon Avenue car- 
house fire. 

The company spent $691,314 in gen- 
eral overhauling of cars. The total 
rolling stock on the system now con- 
sists of 3,198 passenger cars, 486 work 
cars and service cars and three loco- 
motives. 

The average daily passenger receipts 
for the year amounted to $154,583, the 
highest day being Saturday, April 15, 
when $191,403 was taken in. 

A table is included showing names 
and dates of employment of all persons 
connected with the company forty years 
or over. There are ninety-nine of them, 
including John M. Roach, who is the 
oldest in point of service, having been 
with the company and its predecessors 
since 1872. The number of employees 
in continuous service for twenty-five 
years or over is 1,922. 

The purchase price of the company, 
in accordance with the city ordinance, 
was $160,944,226 at Feb. 1, 1923, as 
compared with $160,610,561 the previous 
year. 

By the terms of the ordinance, 8 per 
cent of the gross revenue is reserved 
for renewals. For technical reasons, a 
special renewals and equipment fund 
has been created during the past few 


Oi Ni ic a a ieee 
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years. The condition of the reserve - 
funds is as follows: 


RESERVE FOR RENEWALS 


“2 OSS oy Seer ee $11,845,768 
Sale of unnecessary property and 
159,629 


LDU aviate Gi iielsca at j816 ove 88 
360,724 


ee 


Balance in reserve at Feb. 1, 
Mihont Maret amtron vite syohece) bss aires sans + $12,366,121 


SPECIAL RESERVE FOR RENEWALS 
AND EQUIPMENT 


Balance in special reserve at 


PORE Ly ea Nete ees isct cis > ee ois s $ 310,562 
8 per cent of gross earnings.... 4,488,249 
PRECVOSE (OA TMGGMe stele els a Baja. 6-64-08 34,555 

EOE AIC ante te terxers tiers cid ies + « $ 4,833,366 
Less: Expended for renewals... 2,968,431 

Expended for new passen- 
MCERCRC Stik cies sae as 243,367 
; Total expended ..........-.: $ 3,211,798 
Balance in special reserve at 
BOD, Oiled Oi msmite bien Sle pc ed $ 1,621,568 


Total balances at Feb, 1, 1923.$13,987,689 


This balance is in cash, and is on 
deposit in various banks. 

Under the terms of the ordinance, the 
residue receipts of the company are 
divided, 60 per cent, or $7,012,195, going 
to the Chicago Railways and 40 per 
cent, or $4,674,797, going to the South 
Side lines. 


CHICAGO RAILWAYS CoMPANY REPORT 


The report of Henry A. Blair, presi- 
dent Chicago Railways, shows the fol- 
lowing distribution of the residue re- 
ceipts for the year ended Jan. 31, 1923: 


cent) of residue receipts...... $7,012,195 


Deduct joint account expenses... 360,000 
$6,652,195 
Deduct 5 per cent interest on cap- 
tal VERIACIOT a lebeist¥iaieiols «Ge 6 ule 


4,630,943 


Income divisible with City of 
CHICA ED irate edit tha titiy so) c)ca09s $2,021,252 


Chicago Railways’ 45 per cent of 


divisible imcome ............. 909,563 
Five per cent interest on capital 

POLUACHORE. oeihie thors ishOteralta dre. o,6°e.o: 4,630,943 
Other income ..... Miata eiaueesie ixkereis! » 49,956 

Wotall incomiG ees .nie ess ae Sone $5,790,462 
Interest on bonds...... $4,716,680 : 
Interest on loans ...... 4,7 
Sinking funds 2G a0 ws. 250,000 
Other deductions ...... 173,71 

5,235,177 
Wet Income we rameistds. so tie sisie t $555,285 


The net income of $555,285 is before 
payment of adjustment income bond 
interest and before providing for Fed- 
eral income and excess profits taxes for 
1922, or for any additional Federal 
taxes for prior years. 

For the year the rate of return upon 
the company’s capital investment, or 
city purchase price, was 5.98 per cent; 
the average rate of return on the pur- 
chase price required to meet fixed 
charges, including sinking fund, is ap- 
proximately 5.5 per cent. 

Because of the inability of the com- 


_ pany to finance any of its securities 


during the year, capital expenditures 
were restricted as much as possible. 
The city purchase price at Jan. 31, 
1922, was $92,518,537, and capital ad- 
ditions during the year were $180,320, 


making the purchase price at Jan. 31, 
1923, amount to $92,698,857. This value 
applies to a track mileage of. 585.6, 
which is substantially the same at the 
beginning and the end of the year. 

Further financial and operating sta- 
tistics contained in this report are given 
in connection with the Chicago Surface 
Lines’ report. 

In conclusion Mr. Blair states: “The 
vital question now concerning the peo- 
ple of the city of Chicago is that of 
improved transportation. The most 
zealous efforts and earnest co-operation 
of all interests—the people, the city 
authorities and the companies — are 
absolutely essential to a speedy and 
proper solution of this problem.” 


CHICAGO CiTy RAILWAY REPORT 


The report of Leonard A. Busby, 
president, to the stockholders of the 
Chicago City Railway for the year 
ended Jan. 31, 1923, shows the earnings, 
expenses and residue receipts of the 
Chicago Surface Lines under unified 
operation and the income account and 
balance sheet of the Chicago City Rail- 
way. 

Of the residue receipts of the Chi- 
cago Surface Lines 40 per cent, or 
$4,674,796, went to the South Side Lines, 
namely, the Chicago City Railway, the 
Southern Street Railway and the Calu- 
met & South Chicago Railway. 

A comparative statement of gross 
earnings, operating expenses and res- 
idue receipts for the past two years 
follows: 


CHICAGO SURFACE LINES 


1922-23 1921-22 
Residue receipts. .$11,686,992 $13,827,583 
Deduct: 
City’s 55 per cent. $1,665,205 $2,944,963 
Joint account ex- 

DERSES = «5.075 \a,6 620,000* 449,000* 
Net receipts...... $9,401,785 $10,433,619 
Operating ratio . 79.17% 77.09 % 
Return on city 

purchase price.. 5.842% 6.501% 


*Income taxes and other ordinance de- 
duction, 


After payment of operating expenses 
and bond interest, the property of the 
Chicago City Railway produced a net 
income of $1,458,247, a decrease from 
last year of $301,681. Four quarterly 
dividends of 14 per cent each, or 6 per 
cent on the $18,000,000 of capital stock 
were paid, amounting to $1,080,000. The 
remainder of the net earnings amount- 
ing to $378,122 was carried to surplus, 
which at the close of the year amounted 
to $1,917,733. During the year the 
company paid off $286,000 of its loans, 
which represented capital expenditures 
in previous years. 

Capital expenditures during the year 
amounted to $210,923, but there was a 
decrease of $75,631 in the material and 
supplies, carried in capital account, in 
accordance with the ordinance under 
which the company operates. This 
tended to reduce, by this amount, the 
charges to capital account during the 
year, leaving net capital charges of 
$135,291, making the purchase price at 
Jan. 31, 1923, $55,084,943. 

Mr. Busby says that the officers of 


INCOME ACCOUNT OF THE CHICAGO 
CITY RAILWAY FOR THE YEAR 
ENDED JAN. 31, 1923 


40 per cent of the residue re- 
ceipts of Chicago Surface 
SAIMIGIS a eres ine yes Cok inte eebye ata © 

Deduct: Joint account expenses, 
interest on capital investment 
of the Chicago City Railway, 
Calumet & South Chicago Rail- 
way and Southern Street Rail- 


$4,674,796 


NEY S Uctsce nist Sesie nine aPoteuearie ere ate w 8,668,400 
Net earnings of South Side 

DAMIER i este eres Pe caleneve diate diousre Se $1,006,396 
City’s 55 per cent as per ordi- 

PAMCES® siievAisyeteis)« ateyey craveiaraiar ois eis 553,518 
South Side Lines’ 45 per cent 

as per -ordinances......-s.08 $452,878 
Less: Southern Street Railway 

proportion, as per ordinance.. 24,908 
Company’s proportion.......... $427,970 
Add: Interest on capital invest- 

TAGE. o/ofa RSS Neath clealeiefe<e 2,750,964 
Income from operation......... $3,178,934 
Other! “IRCONMIE «jays oi she oie ot s/ete eiaia 54,398 

$3,233,332 
Interest on bonds and notes out- 

js\eeh gs thot ewes Eo S Cm ea wecies Ne 1,775,085 
INGE IDICOMMeTeacreyece’s faraier ster cuaenstars $1,458,247 
Add: Surplus at Jan. 31, 1922.. 1,539,611 
Surplus casuc eipeke iat ois, lta ate ta $2,997,858 
Dividends, 6 per cent. .$1,080,000 
Miscellaneous ........ 124 1,080,125 
Surplus at, Jan. ol, oo2di sk « $1,917,733 
Percentage of net income to 

capital stock at par........ 8.10 per cent 


the company are firmly of opinion that 
a unified system of surface, elevated 
and subway lines, in substantial con- 
formity with the physical plans and 
recommendations of the Chicago Trac- 
tion and Subway Commission report of 
Dec. 15, 1916, is necessary, in order to 
work out a practical and satisfactory 
solution of the problem of furnishing 
adequate local transportation facilities 
for Chicago. 


Contract Creditors to Be 
Paid in Full 


On March 10 the committee repre- 
senting the contract creditors of Rich- 
mond Light & Railroad Company, 
Staten Island, N. Y., addressed a letter 
to the company’s creditors announcing 
the formation of the committee. Prior 
to the preparation and sending out of 
this letter, the committee had caused an 
investigation to be made of the status 
of the contract claims against the com-. 
pany. The information so secured led 
it to believe that the formation of the 
committee was necessary for the pro- 
tection of the rights of such creditors. 
George M. Judd, chairman, says now 
that the committee has since been ad- 
vised by the Richmond Light & Rail- 
road Company that it is the intention 
of the company to pay its contract 
creditors in full. The misunderstand- 
ing with respect to the status of these 
claims having been cleared up, the com- 
mittee feels that the purpose for which 
it was organized has been accomplished 
and that there is no further need for its 
activities. It is accordingly dissolving. 
Control of the utility passed last Oc- 
tober to a banking group in which J. G. 
White & Company are interested. J. H. 
Pardee of the White company is presi- 
dent of the Richmond Light & Railroad 
Company. 
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Interurban Report Shows 
Improvement 
The Terre Haute, Indianapolis & 


Eastern Traction Company has filed its 
report for 1922 with the Public Serv- 
ice Commission of Indiana. It shows 
an improvement in the company’s busi- 
ness as compared to 1921, The main 
figures of the income report for the 
year 1922 are: 


Railway operating revenue...... $3,975,795 
Railway operating expenses.... 2,943,396 
Net revenue from railway 
OPCTSUOTE 15,4lose see cee $1,032,398 
Auxiliary operating revenue.... 1,761,963 
Auxiliary operating expenses... 1,125,247 
Net revenue auxiliary opera; 
tIONE os octeeo gC eres 636,715 
Total net operating revenue..... 1,669,114 
S088 tACOR «a oes sss ee oe 366,725 
Leaving as operating income.... $1,302,388 
Plus non-operating income...... 190,002 
Making the gross income..... $1,492,391 


The company paid in interest on its 
funded debt $300,281. It paid in amor- 
tization of bond discount on the funded 
debt $61,485. The lease rental, bond in- 
terest and amortization items total 
$1,052,008, which leaves a net income 
balance of $440,383 for the year. This 
is $138,865 more than the net income 
on the same properties in 1921. Divi- 
dends amounted to $234,958. 

Deductions from gross income in 
the form of rent of leased roads, in- 
terest on funded debt and amortiza- 
tion, already referred to and amount- 
ing to $1,052,008, left $440,383, as the 
income balance for the year. 

The auxiliary operating revenue 
given in the table includes $1,214,- 
796 for the light ard power depart- 
ment of Terre Haute, $546,385 for the 
West Tenth Street power plant in 
Indianapolis and $781 for arcade steam 
heat in Terre Haute. 

The report shows that 22,444,565 
regular fare passengers were carried 
in 1922; that investment in road and 
equipment of the T. H., I. & E. at 
the end of 1922 was $15,897,323, and 
that unmatured funded debt of the 
T. H., I. & E. amounted to $5,812,750. 

The Terre Haute, Indianapolis & 
Eastern Traction Company owns and 
operates 420 miles of electric. railway 
in Indiana and 10 miles in Illinois. 

The report shows that it paid in 
1922 as rent for leased roads $690,- 
241. This amount includes $447,283 of 
guaranteed bond interest, $234,958 of 
guaranteed stock dividends and $8,000 
of cash guaranty for maintenance of 
organizations of the leased properties. 


Change in Capital Structure 
Proposed 


The stockholders of the Public Serv- 
ice Corporation of New Jersey on April 
2 approved the plans recently an- 
nounced by the company’s directors for 
the changes in the corporation’s capi- 
tal structure. The plans call for the 
change in the present authorized com- 
mon stock from $50,000,000 of $100 par 
to 2,000,000 shares of no par stock and 


ELECTRIC RAILWAY JOURNAL 


for the exchange of the old common for 
the new on the basis of two new shares 
for one old one. The preferred stock 
capitalization will be increased to $100,- 
000,000 of authorized preferred stock, 
divided into 250,000 shares of 8 per 
cent cumulative preferred, 500,000 
shares of 7 per cent cumulative pre- 
ferred and 250,000 shares of 6 per cent 
cumulative preferred. 


Abandonment of City Lines 
Will Be Requested 


In a communication to the City 
Council of Wheeling, W. Va., M. R. 
Stern, general manager of the Wheel- 
ing Public Service Company, notified 
that body that in the near future the 
company plans to ask the West Virginia 
Public Service Commission for permis- 
sion to abandon all lines of the City 
Railway with the exception of the 
Mozart division. The lines do not pay. 

It is proposed to give transfers from 
the lines of the Bus Transportation 
Company to those of the Wheeling 
Traction Company. It was the original 
intention of the City Railway to ac- 
cept and to give transfers to and from 
the lines of the Bus Transportation 
Company. The transfer arrangement 
will be carried out under the same price 
arrangement as originally designated 
by the City Railway and the Bus Trans- 
portation Company. In addition the 
Wheeling Traction will have a transfer 
arrangement with the Mozart division. 


I. T. S. Merger Approval Asked 


Approval was asked on March 31 for 
a consolidation of the Studebaker utility 
interests represented by the Southern 
Illinois Light & Power Company with 
the properties of Senator William B. 
McKinley, known as the Illinois Trac- 
tion System, in a petition filed with 
the Illinois Commerce Commission. 

As indicated previously in the ELxEc- 
TRIC RAILWAY JOURNAL it is proposed 
to consolidate these properties under 
the name of Illinois Power & Light 
Corporation. The petition states that 
as a result of carrying out the new plan 
many different issues by which the 
properties are now financed will be 
superseded. 

The formal offering of the $30,000,- 
000 of first and refunding mortgage 
6 per cent Series A bonds of the Illinois 
Power & Light Corporation was made 
on April 3 at a price of 984 and in- 
terest to yield 6.10 per cent. The bank- 
ing circular discloses .that Clement 
Studebaker, Jr., and associates, through 
the medium of the North American 
Light & Power Company, are acquir- 
ing a controlling interest in the cor- 
poration. The banking group which is 
underwriting the bonds provided for in 
the financing plan includes, among 
others, E. H. Rollins & Sons, Harris 
Trust & Savings Bank, Halsey, Stuart 
& Company, Spencer Trask & Com- 
pany, Blyth, Witter & Company, Mar- 
shall Field, Glore, Ward & Company 
of Chicago and New York and Bodell 
& Company, Providence. 


- before. 


Vol. 61, No. 14 


New Haven Trolleys Doing Well 


The Wall Street Journal says that 
the earnings statements of the electric 
railways controlled by the New York, 
New Haven & Hartford Railroad will 
be an encouraging feature of the an- 
nual report of the steam railroad to be 
published jon April 18. According to 
that paper the six electric railways had 
gross revenues of $24,106,049 in 1922, 
a decrease of $222,915, or less than 1 
per cent, from 1921. Despite this 
slight loss in gross revenues, the net 
income of $2,071,465 was an increase 
of $875,878, or 73 per cent, over 1921. 
Worcester Consolidated Street Railway 
alone showed an increase in revenues, 
$4,399,396, against $4,390,878 the year 
The Springfield Street Rail- 
way, Connecticut Company, New York 
& Stamford Railway, Westchester 
Street Railroad and Berkshire Street 
Railway had smaller gross. The net 
income of the six companies, for 1922, 
1921 and 1917, follows: 


1922 1921 1917 
PCE $492,298 $375,828 $38,105 
oes a 451,754 264,766 *1338,179 
par earns 1,310,415 725,926 619,848 
NS em e1s,979 14,744 *59,018 
yin *15,437 *55,678 *106,989 
ae pene *148,587 *129,988 *234,361 
Tottome . . $2,071,464 $1,195,598 $124,406 


*Net deficits. 


The Worcester Consolidated Railway 
paid $450,000 in preferred dividends 
last year and Springfield Street Rail- 
way paid $232,735, compared with 
$139,641 the previous year. None of 
the others made dividend payments. 


Bond Maturity Extension 
Authorized 


Receiver E. Stenger of the Denver 
(Colo.) Tramway has been author- 
ized by the Federal District Court to 
extend to April 1, 1924, the maturity 
of $788,000 first mortgage 5 per cent 
gold bonds of the Denver Tramway 
Power Company which will become 
due on April 1, 1923, and to offer the 
holders in return for their consent 
an increase in the interest rate to 6 
per cent. In presenting his petition 
Receiver Stenger stated that there was 
not a sufficient amount of money on 
hand to pay the principal of these 
bonds, but that the sinking fund instal-~ 
ment of $50,000 and the April 1, 1923, 
interest coupon could be provided for. 
Holders of these bonds have been noti- 
fied of the action taken by the court 
and will have until April 1, 1923, to 
deposit their bonds as evidence of their 
acceptance of the plan. The Guaranty 
Trust Company of New York City and 
the International Trust Company of 
Denver will act as depositories. 

The present lien and security of the 
extended bonds will continue unimpaired 
as they are secured by a mortgage on 
the power plant of the company. The 
original issue of the bonds was for 


- 
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$1,500,000, but this has been reduced 
to $788,000 through the operation of 
the sinking fund and a further reduc- 
tion of $50,000 will be made on April 1, 
1923. The interest on these bonds, 
which are one of the underlying issues, 
has been paid regularly during the 
receivership. 


$2,100,000 of Preferred Stock for | 


Employees and Customers 


At a meeting of the department heads 
from all divisions of the Wisconsin Pub- 
lic Service Corporation, Green Bay, 
Wis., plans were discussed for the dis- 
tribution of $2,100,000 of 7 per cent 
preferred stock among employees and 
customers of the corporation in the 
territory served. The proceeds of this 
stock issue will be used to pay for addi- 
tional light and power, street railway 
and interurban, gas, and hydro-electric 
improvements and extensions. The 
slogan of the program is “Be a Part- 
ner.” It is intended not only to give 
every employee and customer an op- 
portunity to buy an interest in the com- 
pany, but also to encourage thrift by 
the saving arrangement. The employees 
are to be given the first opportunity 
to buy this stock between the dates of 


March 26 and April 6, after which the 


sale to the public will be held, from 
April 7 to April 21. 


Another Move Toward Ending 
Pittsburgh Receivership 


Judge W. H. S. Thomson in the Fed- 
eral Court at Pittsburgh, Pa., has di- 
rected Special Master Henry G. Wasson 
to file an opinion with the court on the 
report of the receivers of the Pitts- 
burgh Railways and their request to be 
discharged. The court also directed 
that creditors be notified and a hearing 
held so as to get all possible informa- 
tion on the financial condition of the 
company. This action is probably the 
last formal step prior to turning the 
railway properties back to the stock- 
holders, 


Will Apply for Rehearing on 
Issue of Securities 


The Lima-Toledo Railroad will no 
doubt apply for a rehearing in the mat- 
ter of its petition to the Public Utilities 
Commission 0f Ohio for authority to 
issue $2,750,000 of securities with which 
to purchase the interurban railroad ex- 

_tending from Lima into Lafayette 
Street, Toledo, formerly owned by the 
Ohio Electric Railway. 

The evidence established beyond ques- 
tion that this railroad was of the phys- 
ical value of more than $3,500,000, about 
$750,000 in excess of the securities 
which the company asked to issue for 
purchase of property. 

The Public Utilities Commission at 

- the preliminary hearing indicated in 
an opinion that notwithstanding that the 
value of the property was in excess of 
the amount of securities, it had been 
sold for less at judicial sale, and because 
its earnings might not possibly support 


a return upon $2,750,000, the authority 
to issue the securities would be re- 
fused. 

In the event that the commission at 
a rehearing still refuses the authority 
the only course then open to the com- 
pany would be an appeal to the Su- 
preme Court of Ohio. 


Auction Sales in New York.—At the 
public auction rooms in New York there 
were no sales of electric railway secur- 
ities this week. 

Two Months Net Equals $205,921.— 
For the two months ended Feb. 28, 
1923, the Market Street Railway, San 
Francisco, Calif., realized a railway 
operating revenue of $1,531,266. Oper- 
ating expenses amounted to $1,114,983. 
The net income for the two months was 
$205,921. 

Railway Shut Down.—The Aberdeen 
(S. D.) Railway has disposed of the 
last of its equipment and has been re- 
placed by the Motor Transit System. 
Up to July, 1922, the railway had been 
operating for nearly twelve years, but 
the company was losing money and the 
voters were called upon to decide 
whether the city should buy the prop- 
erty and operate it. The result was 
against municipal ownership. 

Dividends Declared—At a meeting 
of the directors of the Charlottesville 
& Albermarle Railway, Charlottesville, 
Va., held recently, a dividend was de- 
clared for the year on the 7 per cent 
cumulative preferred stock, payable 12 
per cent on March 31, June 30, Sept. 30 
and Dec. 21. A dividend of 2% per cent 
was declared on the common stock of 
the ‘company for the quarter ending 
March 31 payable on March 31. 

Preferred Stock Offered to Yield 7.57 
per Cent.—Paine, Webber & Company, 
New York, N. Y., are offering 3,500 
shares Wisconsin-Minnesota Light & 
Power Company cumulative 7 per cent 
preferred stock. This issue is priced at 
$92.50 per share, to yield about 7.57 per 
cent. The Wisconsin-Minnesota Light 
& Power Company serves a population 
in excess of 800,000 in La Crosse, Eau 
Claire and Chippewa Falls, Wis., and 
Red Wing and Winona, Minn., and sixty- 
eight other communities. Included in 
the system: are 25 miles of electric 
railway. 

Property Sold At Auction.—Sale of 
the Gallipolis & Northern Traction 
Company’s property was made at pub- 
lic auction at Gallipolis, Ohio, recently. 
The property consisted of electric cars, 
and rails extending from Gallipolis to 
Kanauga, together with other minor 
equipment. - The Goldberg Iron & 
Steel Company of Columbus, Ohio, be- 
came the purchaser. There were four 
bids, $8,000, $8,025, $8,100, and $8,110. 
The minimum price for which the prop- 
erty could be sold was $8,000. The 
purchaser is engaged in the scrap iron 
business and a statement was made im- 
mediately after the sale that the prop- 
erty would be junked. 

Gross Revenues Fall Off —The gross 
operating revenues of the railway de- 
partment of the San Joaquin Light & 


Power Corporation for the year 1922 
amounted to $123,168, against $137,511 
for 1921. 

Directors Re-elected in Boston.— 
Stockholders of the Boston (Mass.) Ele- 
vated Railway held their annual meet- 
ing in Boston on April 2 and voted to 
ratify the acts of the directors during 
the year. The seven directors were 
re-elected. The road is being operated 
by the board of public trustees, with 
Edward Dana as general manager, so 
that the work of the directors is more 
or less perfunctory. 


Auction Sale Because of Tax Arrears. 
—The power house and carhouse of 
the Northern Massachusetts Street 
Railway in Templeton, Mass., together 
with the land upon which they are 
situated, will be sold at public auction 
at the office of Tax Collector Carleton A. 
Fletcher in Baldwinville, on April 14, 
for non-payment of the taxes of 1920. 
The tract of land consists of about 75 
acres. The tax due is $509. 

Dismantling Work Begun.—The work 
of dismantling the line of the Norwich 
& Westerly Traction Company, running 
from Westerly, R. I. to New London, a 
distance of about 22 miles, has been 
commenced by the Eastern Connecticut 
Power Company, which recently took 
over the private right-of-way from 
Robert W. Perkins, receiver. Traffic 
over the line has been discontinued ex- 
cept for a distance of about 3 miles at 
each end. 


Stock Offered—A syndicate com- 
posed of Dominick & Dominick, W. A. 
Harriman & Company, Inc., and Edward 
B. Smith & Company is offering, 
at a price to yield 7%° per cent, 
$2,000,000 of 7 per cent cumulative 
preferred stock of the American Water 
Works & Electric Company, Inc. The 
par value is $100. The stock is re- 
deemable as a whole or in part, after 
three years from date of issuance, at 
$110 per share.and accrued dividends. 


Change in Capital Structure Assured. 
—The change in the capital structure 
of the Columbia Gas & Electric Com- 
pany, New York, N. Y., as recommended 
recently by the company’s directors, is 
now assured, officers state, more than 
75 per cent of the total outstanding 
stock having been deposited. Stock- 
holders will meet on April 10, and a 
formal vote will then be taken to effect 
the change from 500,000 shares of $100 
par value stock to 1,500,000 shares of 
no par value. 


Bond Issue Approved.—Issuance of 
$36,000 first mortgage 6 per cent bonds 
by the Eureka Power Company to be 
delivered to the New Jersey & Pennsyl- 
vania Traction Company, Trenton, N. J., 
in cancellation of $32,885 indebtedness 
has been approved by the Public Utility 
Commission. The board also approved 
issuance of $1,800, par value, of capital 
stock for cash to the Pennsylvania- 
New Jersey Railway in cancellation of 


_ an equal amount of indebtedness. After 


the issuance of these securities, said the 
board, an investment of -$44.52 in fixed 
capital as of Dec, 31, 1922, will remain 
uncapitalized. 
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Traffic and Transportation 


Seattle Cannot Invade 
General Fund 


Spring Election on This Point Aban- 
doned—Committee Formed to Confer 
on Deficits—Many Sugges- 
tions Made 


With an opinion from the City Cor- 
poration Counsel, T. J. L. Kennedy, that 
the city of Seattle cannot invade the 
general fund, even if the electorate at 
the general election on May 8 extended 
such permission, the City Council has 
abandoned its plan of presenting this 
measure to the voters at the spring 
election. Corporation Counsel Kennedy 
states that such action would not be 
legal in view of the injunction now in 
force against the city, which was issued 
in the fourteen taxpayers’ suit against 
use of the general fund a year ago. 
Once having decided to operate as a 
public utility proposition, the street 
railway may not become a taxpayers’ 
proposition, and in any event the plant 
cannot be changed into one which would 
draw upon the general fund for support, 
is the substance of the Supreme Court’s 
ruling which Mr. Kennedy incorporates 
in his advice. 


$4,000 A DAy BEHIND 


With this contingency removed, the 
City Council is divided upon plans to 
‘meet the daily deficit of $4,000 which is 
‘being piled up by the Seattle (Wash.) 
Municipal Railway lines. Patronage 
has increased about 2 or 3 per cent, 
whereas it is agreed that 40 per cent 
or more is necessary to meet expenses. 
Various expedients are offered by Coun- 
cil members, including a suggestion that 
the $1 pass system be tried out; that 
street car fares be again raised; Mayor 
E. J. Brown says he is not worrying 
about the 5-cent fare yet,—that at least 
four months’ trial should be given the 
lower rate. In the meantime, a special 
committee headed by Councilman C. B. 
Fitzgerald has been appointed to confer 
with Mayor Brown, and try to devise 
some means of meeting the daily deficit. 

In the meantime, local newspapers 
are lambasting the city councilmen, de- 
claring that the street railway problem 
has become “too hot for political fingers 
to handle,” and that members of the 
city administration “have not the 
strength of character to take up the 
matter properly.” The Council is urged 
to hand the street railway system back 
to Stone & Webster, persuading them to 
give up the $15,000,000 bonds. The 
Seattle Times, a leader in the street car 
fight problem, states editorially: 

We must give the railroad back to Stone 


& Webster and make them take it, and 
we must give it to them without such 
franchise restrictions and requirements as 
existed before, so that they can run it 
at a profit. The harsh terms imposed 
upon the franchise holders were what 


forced them to make the impossible con- 
tract with the city. Stone & Webster can 
make a profit out of the railroad if re- 
lieved of the heavy franchise requirements 


existing before the sale was made. We 


may have to enlarge the rights and privi- 
leges of the Stone & Webster Corporation 
to get them to take their railroad back, 
yet all that comes under the head of price. 


Pass Declared a Success 


After seventy weeks in operation 
the pass system has been declared an 
unqualified success on the railway lines 
of the New Brunswick Power Company, 
St. John, N. B. When the pass was in- 
troduced there was some misgiving as 
to the permanency of the system. It 
was felt that the introduction was but 
a trial. For five weeks the purchase of 
passes at $1 a week was practically a 
negligible quantity. The system was 
about to be discarded when the sales 
started to increase. Every week since 
then the sales have increased until now 
more than 60 per cent of the passengers 
are utilizing passes. 


“Pass One” Gives News 


Since the installation of the weekly 
pass system the San Diego (Calif.) 
Electric Railway has been publishing 
a pamphlet entitled “Pass One.” The 


= N| 


booklet, which appears every week, con- 
tains a calendar of events. The cartoon 
reproduced herewith appeared in the 
first issue of “Pass One.” 


Interurban Rates Reduced 


A reduction in fares amounting to 
33% per cent effective on April 1 has 
been made to persons riding daily be- 
tween Beloit and Janesville by the 
Rockford & Interurban Railway. To 
gain the advantage of this reduction a 
commuter must buy a fifty-ride ticket 
book placed on sale on the first of the 
month and good only for one month. 

The cost of this fifty-ride book is $14, 
or a fraction more than 27 cents for 
the one-way fare figured on a straight 
fare and a daily basis. Previously a 
fifty-ride book between Beloit and 
Janesville has cost $21, or 42 cents for 
the one-way fare. 

In addition to the issuance of fifty- 
ride books between Beloit and Janes- 
ville, the company announces a reduc- 
tion of $2.50 in the purchase price of 
the 500-mile script book. Previously 
these mileage books have cost $15, but 
under the new tariff they sell for $12.50. 
Mileage books are valid until used up. 


Car-Bus Proposal Rejected 


Chronic “No” Vote Again Upsets the 
Constructive Effort to Restore 
Service in Saginaw 


For the second time in a period of 
five months electors of Saginaw, Mich., 
on April 2 rejected a street car-bus 
franchise proposal. The vote at Mon- 
day’s election was 10,298 in favor and 


’ 7,101 against. This is 141 votes less than 


the 60 per cent required for approval 
of franchises. However, the majority 
was 3,197 and is a few more than the 
majority that disapproved of the 
Wade-Henning omnibus ordinance that 
went down to defeat at the primaries 
on March 7. 

The question that confronts the elec- 
tors of Saginaw now is: “What are 
they going to do?” For almost every 
project that is submitted there is the 
so-called chronic “no” vote. How to 
break down the “bars” of that vote, 
which is generally about 41 per cent 
of the vote cast, is the problem. Sup- 
porters of the railway pretend to see 
the dawn of a new day in the election 
of a Mayor and two Councilmen who 
supplant incumbents opposed to street 
cars and lined up almost regularly 
with the minority, called by many the 
“obstructionists.” 

The new chief executive of the city 
is Albert W. Tausend, elected over 
George Phoenix. Mayor-elect Tausend 
supported the franchise, and although 
his opponent made no open fight against 
it, he was not in accord with the meas- 
ure. Mr. Phoenix is a member of the 
Council and has two years to serve in 
that body. 

The newly elected Councilmen are 
George S. Crabbe and William J. 
Wolf. The latter openly fought for 
the railway franchise and led the field 
of four candidates. Mr. Crabbe made 
no official announcement on the mat- 
ter and ran second. With a majority 
of the members of the City Council in 
favor of street car service it is believed 
that action will be taken looking to the 
resubmission of the franchise, probably 
revised to meet certain objections and 
backed by the Council elected on that 
platform, and that the measure may 
possibly be approved. 

It is expected in some quarters, how- 
ever, that the minority opposition will 
spring another omnibus franchise, 
despite the fact that the last one sub- 
mitted lacked nearly 2,800 votes of the 
necessary 60 per cent required for 
adoption. In the meantime, Saginaw 
will “ride the jitneys.” 

The proposal which went before the 
voters on April 2 was a resubmission 
in an amended form of the Saginaw- 
Bay City Railway’s offer defeated last 
November. 


Want to Try Bus.—At a recent meet- 
ing of members of the City Council of 
Bellefontaine, Ohio, and officials of the 
Indiana, Columbus & Eastern Traction - 
Company it was proposed by the trac- 
tion company that the electric car be 
taken off in Bellefontaine and a motor 
bus be tried out for the next thirty days. 
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New Jersey Fare Reduction Bill 
Fails of Passage 


The bill aiming to reduce fares on 
the electric railways in New Jersey 
from 8 to 5 cents failed to pass the 
Legislature. In fact, the measure never 
got any further than the committee 
room. The bill was introduced by 
Minority Leader George of Hudson 
County. It was sponsored by Governor 
Silzer. The latter inserted a plank in 
his pre-election platform declaring that 
if elected he would try to have the 
fare reduced. The bill went to a com- 
mittee room, where it was reported 
adversely. The statement accompany- 
ing the bill said that the object of the 
bill was to declare a definite legislative 
policy with regard to the valuation of 
railway properties operating under cer- 
tain conditions specified in the bill. 
Further, that the bill provided for vary- 
ing schedules of rates with increases 
allowed in the rates of return on the 
value of railway properties as rates of 
fare were reduced. That in the event 
of any company refusing to accept the 
legislative policy as declared in the bill 
its franchise, by the operation of the 
act, would cease. 


Pass System for Rainier Valley 
Line—Municipal Opera- 
tion Suggested 


The application of the Seattle & 
Rainier Valley Railway, Seattle, Wash., 
for permission to install the weekly 
pass system has been granted by 
the Department of Public Works at 
Olympia. It was intended to put the 
pass on sale on April 2 for a trial pe- 
riod of four months. Under the ruling, 
weekly passes can be sold to patrons 
of the road, good only within the city 
limits, for $1.25 each. 

In the meantime, the Rainier Valley 
Five-Cent Fare Club, composed of 
citizens of that district, is declaring 
that instead of reducing the present 
fare of 8% cents, the pass increases the 
fare. 
the passengers who use the cars twice 
daily, six days a week, to and from 
employment, the fare would be only 
$1, instead of the $1.25 pass charge. A 
hearing upon the complaint against the 
present fare will be held in Seattle 
shortly by Department of the Public 
Works officials. 


Five-Cent Fare Cuts Revenue 
$5,000 a Day in Seattle 


According to figures prepared by 
Superintendent of Public Utilities, 
George F. Russell the Seattle (Wash.) 
Municipal Street Railway loss since the 
5-cent fare became effective on March 
1 has been virtually $5,000 a day in- 
stead of $4,000, as mentioned in the 
article on page 622 of this issue. The 


_ figure of approximately $5,000 a day 


included the depreciation reserve. The 
increase in the number of car riders 


compared with March, 1922, has been 


7.31 per cent. 
The special committee appointed by 


The members point out that for- 
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the Council is working with Mayor 
E. J. Brown and other Council mem- 
bers to devise means of increasing 
patronage, cutting down expenditures 
and providing for the semi-annual 
interest payment of approximately 
$370,150. 

The Lower Cost of Government 
League urges that politics be put aside 
in the operation of the municipal rail- 
way. The league advises the employ- 
ment of an experienced transportation 
manager at a salary of $25,000 a year, 
giving him a free hand to conduct the 
affairs of the line. 


New Jersey Company to Seek 
Bus Rights 


John L. O’Toole, assistant to Presi- 
dent Thomas N. McCarter of the Public 
Service Railway, New Jersey, has writ- 
ten to the town commission of Belleville 
about the transportation situation there. 
He states that the New Jersey Trans- 
portation Company, now operating 
buses from Manville to Somerville, is 
in a position through an arrangement 
which it has made with the Public 
Service Railway to submit a proposition 
to the commission to supply bus service 
to the Union Avenue section in Belle- 
ville. A hearing on the matter is to 
be held on April 10. Application for 
similar rights to accommodate Union 
Avenue residents has been made by 
private bus owners so that the proposal 
made by the Public Service through its 
subsidiary, the New Jersey Transpor- 
tation Company, puts the railway in 
active competition with the private 
owners for operating’ rights. 


Buses to Operate in Greece by May 
15.—James F. Hamilton, president and 
general manager of the New York 
State Railways, states that three buses 
will be put in operation in Greece, N. Y., 
by May 15. The franchise permitting 
the company to operate buses was 
granted by the town board on March 2. 


Through Freight Service Started.— 
Through freight service between Day- 
ton. and Cleveland (Ohio) was started 
April 2 over the Indiana, Columbus & 
Eastern Traction Company’s line and 
connecting traction lines. The through 
freight is being routed via Springfield, 
Columbus, Delaware, Marion, Bucyrus, 
and Mansfield. 


Substitution of Buses Allowed.—The 
Washington Railway & Electric Com- 
pany, Washington, D. C., has received 
permission from the Public Utilities 
Commission of the District of Columbia 
to substitute buses for electric cars 
over the Tenleytown-Potomac Park line 
from Seventeenth and H Streets to Po- 
tomac Park. The railway will issue 
free transfers for use between buses 
and trolleys. 

Bus Lines Over Utica Parkway.— 
Papers of incorporation are to be filed 
shortly by the Utica Railway Co-ordi- 
nated Bus Line, Inc., the new company 
formed by the New York State Rail- 
ways for the purpose of operating a 
bus line over the Parkway in Utica. 
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The buses are not being put into serv- 
ice with the idea of their becoming a 
paying proposition, but as a conven- 
ience for the people who live along the 
Blurrstone Road and along the Park- 
way and in cases many blocks from any 
ear line. 


Bus Line Authorized.—Through a re- 
cent order of the Public Utilities Com- 
mission the Capital Traction Company, 
Washington, D. C. has been authorized 
to operate a motor bus line acting as a 
feeder for its Fourteenth Street railway 
line. There will be a 2-cent transfer 
privilege between the two lines. Buses 
will run from the terminus of its Four- 
teenth Street line, west on Kennedy 
Street to Sixteenth Street, north on 
Sixteenth Street to Montague Street, 
east on Montague Street to Fourteenth 
Street and south on Fourteenth to the 
terminal at Kennedy Street. 


Pass Said to Be Working Well.—The 
Springfield (Mo.) Traction Company’s 
plan of selling a pass for $1 has met 
with favor from both bus and electric 
railway patrons. The pass system was 
not put into effect in Springfield to help 
eliminate a competitor as the traction 
company owns all the railway lines and 
the buses operating in the city. The 
very large increase in the use of private 
automobiles during the past few years 
has, however, tended to keep the rail- 
way earnings down. The City Council 
has adopted an ordinance restricting 
the parking of automobiles to a period 
of two hours. 

Agreement Reached on Fares.—At a 
conference before the committee on 
street railways of the Massachusetts 
House on March 27 an agreement was 
reached by which a 10-cent fare be- 
tween Hyde Park and Boston will prob- 
ably result. Representatives of the 
Boston Elevated Railway, the Eastern 
Massachusetts Street Railway and the 
city of Boston agreed that the lines of 
the Eastern Massachusetts in Hyde 
Park should be taken over by the city, 
which shall lease the lines to the Ele- 
vated at an annual rental of 44 per 
cent. The price to be paid by the city 
for the Hyde Park lines, under the 
agreement would be determined by a 
jury to be drawn from among the 
voters of Suffolk, Norfolk or Middlesex 
counties. 


Seeks Rerouting to Eliminate Trans- 
fer Charge.—Residents of the Lake 
Burien district have petitioned the City 
Council of Seattle, Wash., to reroute 
the Lake Burien cars so as to make 
the loop uptown instead of around 
Washington Street. The change is 
asked to do away with the present 13- 
cent transfer charge under the 5-cent 
fare required on those car services 
which do not make the loop through 
the downtown business centers. The 
request made to the railway department 
recently was denied, Superintendent 
Henderson declaring that such a change 
in operation would mean an added cost 
of $25,000 to $30,000 yearly. The util- 
ities committee of the Council is again 
taking the matter up with the railway 
officials. 


624 


ELECTRIC RAILWAY JOURNAL 


Vol. 61, No. 14 


Legal Notes 


FEDERAL Courts—Statute Providing for 
Public Operation of Boston 
Elevated Railway Held Not Un- 
constitutional. 

The Massachusetts statute, providing 
for the operation of the Boston Ele- 
vated Railway by trustees, for the pay- 
ment of any deficit from the treasury 
of the commonwealth, and for the 
assessment of the amount paid as taxes, 
and delegating to the trustees the 
power to determine the needed ex- 
penditures to comply with the obliga- 
tions of a lease or the requirements 
of adequate public service, held not 
unconstitutional, as violative of Const. 
U. S. Amend. 14. [City of Boston vs. 
Jackson, 43 Supreme Court Rep., 129.] 


FEDERAL Courts—A Receiver May 
Take Reasonable Time and Con- 
sider Interest of Public Before Re- 
jecting Lease of Railway. 

This case arose because the receiver 
of the New York Railways, who was 
appointed March 20, 1919, did not turn 
back the property of the Eighth Avenue 
Railroad until Aug. 1 and the Ninth 
Avenue Railroad until Oct. 1 of that 
year. It was held that this was not 
an unreasonable time, especially in view 
of the fact that the lessor companies 
were without cars and other facilities 
to operate the lines if they should have 
been turned back earlier, and that the 
lessor was entitled only to the net earn- 
ings of the properties and not to the 
rent specified in the lease. [American 
Brake Shoe & Foundry Company vs. 
New York Railways, 282 Fed. - Rep., 
523.] 


Fioria—The Word “Running” Does 
Not Apply to a Stationary Car. 

A Florida statute declares that a 
railroad company shall be liable to 
damage done to persons or property 
“by the running of locomotives or cars,” 
unless the company shows that its 
agents have exercised reasonable care 
and diligence. The word “running” in 
this section conveys the idea of action 
and the presumption does not hold 
where a passenger was injured in leay- 


ing the car while it was stationary. 
[Tampa Electric Co. ‘vs. Soule, 94 
Southern Rep., 692.] 


Iowa—Carrier Liable When Interloper 
Released Brake. 


While a motorman was absent from 
his car to get a new package of trans- 
fers, an interloper released the brakes 
and the car began to coast down an 
incline toward a railroad crossing 
where a train was passing. The 
passengers hurriedly left the car and 
the company was held responsible to a 
woman passenger who sprained her 
ankle while alighting from the moving 
car. [Kliebenstein vs. Iowa Railway & 
Light Co., 188 Northwest Rep., 129.] 


IowaA—Company Not Held Liable for 
Collision With Automobile on 
Reservation. 


On a street where the tracks are in 
an unpaved reservation in the center 
of the street an automobile skidded on 
the wet pavement on the side and part 
of it projected over the railway tracks. 
The evening was misty and a trolley 
car soon after ran into the stalled auto- 
mobile. The railway company was held 
not liable, as the last clear chance doc- 
trine applies only if the defendant has 
knowledge of the negligence on the 
part of the plaintiff. [Baker vs. Des 
Moines City Railway, 188 Northwest. 
Rep., 829.] 


Missourr — Automobile Driver Not 
Bound to Drive So as to Be Able 
to Avoid Street Cars Violating a 
Speed Ordinance. 


Where an ordinance limited street 
cars to 10 m.p.h., an automobile driver 
was not bound to drive at such rate as 
to enable him to stop or slow down in 
time to avoid ears running at 30 or 35 
m.p-h., but only cars running at the 
lawful rate. [Mason vs. United Rail- 
ways of St. Louis, 246 Southwestern 
Rep., 319.] 


MissourI—Company Not Responsible 
When Automobile Without Chains 
Skidded. 


There was evidence tending to show 
that the street car moved forward 
quickly at a corner without preliminary 
warning and without the motorman 
looking for coming automobiles, and it 
may be assumed for the purposes of the 
case that the motorman was negligent 
in so doing. The pavement was wet 
and slippery and the plaintiff’s automo- 
bile had no chains, and the plaintiff tes- 
tified that if her automobile had not 
skidded, it would have stopped. The 
motorman had the right to assume that 
the driver of the car would use 
ordinary care, which included the use 
of chains in these circumstances, and 
there can be no recovery. [DeMoss vs. 
Kansas City Rys., 246 Southwest. Rep., 
566.] 


MississipPI—In Suit for Failure to 
Stop for Intending Passenger, It 
Was Error to Admit Testimony as 
to Previous Controversy with Mo- 
torman. 

In a suit for damages in which the 
plaintiff received $500 in the trial court 
for wilful failure of a motorman of a 
street car to stop for her when she in- 
dicated that she desired to board the 
car, it was error to admit testimony 
on the trial showing the details of a 
previous controversy between the same 
motorman and passenger, or the son of 
the passenger, about a different matter. 
(Meridian Light & Ry. Co. vs. bi (crc 
91 Southern Rep. 863.] 


NEBRASKA—I nterurban Company’s Use 
of Street Railway Tracks Held 
Unauthorized. 

The statute, providing that the city 
council may require a street railway 
company to permit an interurban com- 
pany to use its tracks, so that the in- 
terurban company may enter the city 
and have terminal facilities therein, is 
not broad enough to authorize the 
council to grant to an interurban com- 
pany the right to use other tracks of 
the street railway company. for the | 
purpose of extending the interurban’s 
local street railway business within the 
city and of diverting to its own lines 
street railway business which would 
otherwise have gone to the local com- 
pany. [Lincoln Traction Co. vs. 
Omaha L. & B. Ry., 187 Northwest. 
Rep., 790.] 


NEW HAMPSHIRE—Conductor Injured 
While Signaling Car for His Own 
Purpose Held to Be a Trespasser 
on the Highway. 

The plaintiff, while on duty, left his 
own car and attempted to stop another 
by signaling it because he expected that 
his wife was on the other car. To do 
this signaling he stopped in the middle 
of the track but was not seen by the 
motorman of the other car and was in- 
jured. The court held that the accident 
did not arise out of his employment, 
and so he did not have the rights of an 
employee. [Manning vs. Manchester 
Street Railway, 118 Atlantic Rep., 386.] 


NEw YorK — City’s Recourse Against 
Operation of One-Man Street Cars. 
A city is not without recourse to 
prevent the operation of one-man street 
cars, if such operation is dangerous, 
even though it has no authority to pro- 
hibit it by ordinance; but it, or any of 
its citizens, may invoke the power of 
the Public Service Commission to act 
in the premises, and the action or re- 
fusal to act of the commission is subject 
to review by the courts, under the Pub- 
lic Service Commission Law. [City of 
Schenectady vs. Schenectady Ry., 194 
New York Sup. 375.] 


New YorKk—A Charter Authorizing the 
City to Regulate “Operation and 
Speed” Held Not to Authorize 
Ordinance Regulating Weight of 
Interurban Cars. 

Rochester City Charter, Sec. 85, 86, 
authorizing the city to regulate the 
“operation and speed” of railroads in 
the streets of the city, did not empower 
the city to pass an ordinance regulating 
the weight and character of the wheels 
of interurban and suburban cars using 
the right-of-way of a street railway 
under a traffic agreement with the rail- 
way. [New York State Railways, et 
al., vs. City of Rochester, 195 New York 
Sup., 783.] 


NEw YorK — Alighting Passenger 
Struck by Car on Adjoining Track. 

It is not negligence as a matter of 
law for a passenger alighting from a 
street car to pass around the rear of 
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the standing car and attempt to cross 

the adjoining track, where she looked 

and listened as diligently as possible, 

but was struck by a car approaching 

at a rapid rate of speed without signal. 

[Wall vs. International Ry., 135 North- 
- east. Rep. 512.] 


New YorkK—Adoption of Rules to Cover 
Certain Contingencies Is Warrant 
of Inference to Apprehend Danger. 


An inference of a carrier’s negli- 
gence may be drawn from disobedience 
to rules drafted by itself. Thus, the 
adoption by an _ elevated § railway 
company of rules carefully guarding 
against danger from the throwing of 
bundles of newspapers from moving 
trains at station platforms warranted 
the inference that there was reason to 
apprehend danger from the unregulated 
carrying of bundles of papers. [King 
vs. Interborough Rapid Transit Co., 233 
New York Sup. 330.] 


New JrEerspy—Responsibility to Passen- 
ger Hurt While Assisting in Eject- 
ment Case. 

A passenger complained to a con- 
ductor about a disorderly negro pas- 
senger and was asked by the conduc- 
) tor to assist in ejecting him. During 
the fight the conductor deserted when 
the negro drew a knife and the passen- 
eer assisting in the ejectment was 
injured. The company was held re- 
sponsible. [Frazier vs. Public Service 
Ry., 116 Atlantic Rep. 769.] 
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New Jersey—Child Injured in Car 
Yard Where Play Was Permitted. 


A car storage yard was inclosed, but 
‘ there were paths through it used by the 
public and the children had a ball 
ground there and played with the 
trucks and wheels. While doing so one 
was injured when an unbraked truck 
rolled down an incline. The company 
was held to be responsible. [Public 
Service Ry. vs. Wursthorn, 278 Fed- 
eral Rep. 408.] 


New Jersey—The Obstruction of the 
Highway for a Reasonable Time 
Without .Warning Is Permissible. 


| A railway company is entitled to ob- 
4 struct a highway grade crossing by its 
cars or trains for a reasonable time, 
and while in the exercise of that right 
. is not required to give warning to 
travelers on the highway of the ob- 
struction to travel. [Nadasky vs. Pub- 
lie Service Railroad, 117 Atlantic Rep., 
: 478.] 


NEw. JERSEY — Automobile Passengers 
Have a Duty to Look Out for Their 
Own Safety. 


® An automobile with three passengers 
4 besides the driver drove into an ex- 
cavation made by a railway company 
for repairing its tracks and insuffi- 
ciently guarded. Suit was brought by 
all four in the automobile and the jury 
found against the driver but in favor 
of the others, and it is their verdicts 
which are under consideration in this 
ease. The trial judge properly said 
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that any negligence of the driver could 
not be imputed to his passengers, but 
he also said: “If the man who drove 
the car was not contributorily negligent 
and the defendant was negligent ... , 
all the plaintiffs are entitled to a ver- 
dict, the driver included.” The Supreme 
Court held that this instruction was 
incorrect because it implied that the 
passengers owed no duty to care for 
their own safety in any situation 
wherein the driver was not himself 
negligent, and as the verdict was 
against the driver, it was impossible to 
say whether the jury based its find- 
ings for the other plaintiffs on the 
theory that they were chargeable with 
no duty ‘or that no delinquency in 
their duty had been shown. [Schroeder 
et al. vs. Public Service Ry., 118 At- 
lantic Rep., 337.] 


Oun10o—Franchise Obligation as_ to 
Fare in Certain Territory Not 
Affected by Annexation of Such 
Territory by City. 

The obligation of a street railway to 
carry passengers for a certain fare 
from a village to a certain point _out- 
side the village under its franchise with 
the village was not affected by a city’s 
annexation of such territory, since the 
city took the territory subject to all 
valid contractual rights then in ex- 
istence, which contractual rights were 
protected by Const. art. 2, sec. 28, and 
Const. U. S. art. 1, sec. 10, relating to 
impairment of the obligation of con- 
tracts. [Village of Wyoming vs. Ohio 
Traction Company, 135 Northeastern 
Rep., 675.] 


OKLAHOMA — Instruction as to Duty 
to Alighting Street Car Passengers 
Held to State Law Correctly. 


In an action for injuries to a street 
railway passenger, while endeavoring 
to alight from a car, where the court 
instructed the jury that the defendant 
street railway company owed to its pas- 
sengers the duty to exercise the utmost 
care and diligence to afford them a 
reasonable opportunity to alight in 
safety from its cars, to stop such cars 
a reasonable length of time for the pur- 
pose, and to ascertain that its pas- 
sengers, who were attempting to alight 
had alighted from said cars before the 
same were again started, it was held 
that the instruction correctly stated 
the law defining the duty of the defend- 
ant company to its passengers. [Mus- 
kogee Electric Traction Company vs. 
Elsing, 208 Pacific Rep., 264.] 


WEST VIRGINIA—Substation Employee 
in, Interstate Commerce. 


Where a substation operator receives 
a pass which designated him as a rail- 
way employee and his wages were paid 
by the railway company, he was its em- 
ployee for the purpose of the federal 
Employers’ Liability Act, although the 
substation belonged to a power com- 
pany. And as the employee was in- 
jured while installing a new rotary and 
transformer intended to supply energy 
for the operation of cars in interstate 
service, he was employed in interstate 
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commerce, within the meaning of the 
federal liability act. [Hally vs. Ohio 
Valley Electric Railway, 114 South- 
eastern Rep., 572.] 


UtraH. — Workmen’s Compensation Act 
and Part Time Employee. 


A power station employee who spent 
part of his time operating railway 
machinery on one side of the building 
and part on lighting machinery on the 
other side of the building and was in- 
jured while operating the lighting 
machinery was not an employee of the 
railway company so far as the Work- 
men’s Compensation Act is concerned, 
but the full amount of his award based 
upon the total amount of his earnings 
from both companies should be made. 
against the lighting company alone. 
[Bamberger Electric R. Co. vs: Indus- 
trial Commission of Utah, 203 Pacific- 
Rep. 345.] 


UtTAH—Responsibility for Precautions 
Between Motorman and Company. 


Where a motorman was killed by the. 
overturning of a street car at a curve. 
visible at least 500 feet therefrom, and 
there was a slow-down sign approxi-. 
mately that distance from the curve, 
it was not error for the trial court- 
to take from the jury the question of 
negligence in failing to place a slow- 
down within a reasonable distance- 
from the curve. As between a motor- 
man and a street railway company,. 
also, a defective condition of the: 
brakes is insufficient to establish the 
company’s liability in the absence of 
any evidence that the company knew, 
or might by proper inspection have 
known, of the defect. [Burbridge vs. 
Utah Light & Traction C., 211 Pacific 
Rep., 691.] 


VirGINIA—Person Transferring to An-- 
other Car Is Not a Passenger 
After Reaching Place of Safety. 


A person who has alighted from a 
street car for the purpose of trans- 
ferring to another car and has reached 
a place of safety, is not a passenger, 
kut is entitled only to the same degree- 
of care from the company as any other- 
pedestrian upon the highway. [Vir- 
ginia Ry. & Power Co. vs. Dressler, 
111 Southeast. Rep. 243.] 


WIsconsIN—Building a Double-Track 
Street Railway on Street Comnsti- 
tuting Dividing Line Between 
City and Town Held Not an Ad- 
ditional Burden. 


Where one-half of a street is located 
within the limits of a city, and the 
other one-half is within the limits of 
a town, and the street is used almost 
exclusively for city travel, and a single- 
track railway is operated on the por- 
tion within the city, such street is not- 
a rural highway, and the construction 
of a double-track street railway does 
not impose an additional burden or an 
illegal taking of property. [Packard 
Motor Car Co. vs. Milwaukee Electric 
Ry. & Light Co., 190 Northwest Rep..,, 
914.] 
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| Personal Items 


Team Mates 


Claus Spreckels and “Ed” Burns Are 
Doing Surprising Things Out 
at San Diego 


Zone fares, weekly passes, monthly 
commutation, safety cars, motor- 
eoaches—all these and more galumph- 
ing about in a city of 100,000 must 
draw attention to the men behind them. 
Well, these men are: Claus Spreckels, 
general manager, and his_ side-kick, 
Edward Johnson Burns, assistant gen- 
eral manager. 

Claus Spreckels’ novitiate was spent 
as secretary and treasurer of the San 
Diego Electric Railway. In February, 


1922, however, he became general man- 
ager. His outspoken indorsement of 
motor-coach operation at the time 
Bus Transportation was projected 


showed that the younger Spreckels had 
inherited the courage and foresight 
that have made San Diego and Spreck- 
els synonymous. But Claus Spreckels is 
more than in independent thinker; he 
also takes his duties as a purveyor of 
mass transportation so seriously that 
he has the funny idea that he ought to 
buy no vehicle that he would not enjoy 
riding in himself. “He has already 
proved this through his motor coaches, 
and it will be proved again in the next 
lot of cars that San Diego buys. More- 
over, in accepting the weekly pass in- 
stalled on New Year’s Day, 19238, his 
primary idea was not to get more 
money from the public but to make it 
easier for the public to do business with 
his concern. 
HUMAN RELATIONS A FACTOR 


The same human spirit is being 
shown by Mr. Spreckels in his relations 
with the men. In addition to the sales 
commission which the platform men 
have hitherto enjoyed in selling tokens 
(and now passes as well), he has re- 
vised the accident bonus system so that 
the men will be rewarded in proportion 
to their individual efficiency. On top of 
this, he has added a series of individual 
monthly awards for exceptional cour- 
tesy, neatness and other desirable quali- 
ties. 

Another 1923 innovation is the wel- 
fare department with free medical serv- 
ice to the men and their families. 

At a get-together party on Dec. 29, 
1922, his address to the men and women 
of the staff was marked by such sin- 
cerity that the ensuing ovation would 
have convinced any auditor that the 
average man knows the difference be- 
tween buncombe and candor. Not the 
least stirring feature of the evening 
was his presentation of splendid gold 
watches and fobs to a pair of twenty- 
year termers. 

Right alongside Claus, is “Ed” Burns. 
“Ed” holds the degree of summa cum 
laude from Hard Knox University. At 
the age of fourteen he started as call 
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boy on a steam railroad, went through 
the shops and other mechanical de- 
partments and then found himself trol- 
leying with the Utah Light & Railroad 
Company. Then he hied himself to the 
“Key Route” at Oakland, Calif., and 
next entered the bureau of finance, 
California Railroad Commission, fol- 
lowing which he became manager of the 
San Diego & Southeastern Railway, a 
steam line which was later absorbed by 
the San Diego & Arizona Railway. “Ed” 
remained with the Spreckels interests, 
however. During 1918 to 1920, he was 
engaged chiefly in electric railway rate 
cases. On Jan. 1, 1920, he blossomed 
out with a 5-cent base zone fare that 
added 33 per cent to the company’s 
revenues and gained passengers, too! 
A little thing like running side-gate 
cars with multiple fares and one man 
had no terrors for Burns and his loyal 
crew. When Santa Claus Spreckels 
slipped the weekly pass down the San 
Diego chimney Christmas, 1922, it was 
Brother Burns who led the bally-hoo 
with such success that men and patrons 
alike rose to the pass like a trout to a 
fly in April. 


E. J. Burns 


Government Drafts Mr. Feiker 
Again 

At the request of Secretary Hoover 
of the United States Department of 
Commerce, F. M. Feiker, assistant to 
the president of the McGraw-Hill Com- 
pany, Inc., publisher of the ELECTRIC 
KAILWAY JOURNAL, has again been 
granted leave of absence to undertake 
the organization and general direction 
of the world surveys of raw material 
supplies, rubber, sisal hemp, and _ ni- 
trates, for which Congress recently 
made an emergency appropriation otf 
$500,000. 

Mr. Feiker served as assistant to 
the Secretary of Commerce during the 
first year of Mr. Hoover’s administra- 
tion, acting as general assistant in 
organizing the personnel and industrial 
trade contact committees in relation to 
the Bureau of Census, the Bureau of 
Standards and the Bureau of Foreign 
and Domestic Commerce. - Out of his 
nine months work came the monthly 
statistical survey of the Bureau of 
Census, the Division of Simplified Prac- 
tice of the Bureau of Standards, Com- 
merce Reports in new form and fifteen 
so-called commodity divisions of the 
Bureau of Foreign and Domestic Com- 
merce. 


E. J. MclIlraith Made Staff 
Engineer 


E. J. Mcllraith has been appointed 
staff engineer under G. A. Richardson, 
vice-president of the Chicago Surface 
Lines. The appointment became effec- 
tive on April 1. Mr. Mcllraith was 
formerly with the Philadelphia Rapid 
Transit Company. He became con- 
nected with the company operating 
the railway lines in the city of Phila- 
delphia in.1919, when he entered the 
elevated-subway division. In 1920 he 
was made operating manager of the 
division and in less than a year 
became superintendent of way. In 
April, 1922, he was promoted to the 
head of the department of rolling stock 
and buildings. Before joining the 
forces of the Philadelphia property Mr. 
Mcllraith was associated with Stone & 
Webster in Seattle, assuming the posi- 
tion of superintendent of way in 1913. 
He is a graduate of the University of 
North Dakota and was instructor at 
Cornell University for three years. 


Mr. McKinley and Mr. Stude- 


baker Head New Company 


William B. McKinley, who has been 
president of the Illinois Traction Com- 
pany, will be chairman of the board of 
the Illinois Power & Light Corporation, 
which is acquiring an extensive group 
of long-established utility properties 
and which will control Illinois Traction, 
Ine., through ownership of the entire 
capital stock of that company. The pres- 
ident of the Illinois Power & Light Cor- 
poration will be Clement Studebaker, 
Jr., who with his associates, through 
the medium of the North American 
Light & Power Company, is acquiring a 
controlling interest in the company. Mr. 
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Studebaker is chairman of the board of 
the North American Light & Power 
Company. Among the directors of the 
Illinois Power & Light Corporation in 
addition to Mr. McKinley and Mr. 
Studebaker will be William A. Baehr, 
H. E. Chubbuck, George Mattis and 
G. W. Niedringhaus. 


E. J. Dickson Resigns 


Vice-President in Charge of Operation 
at Buffalo Retires After Ten 
Years of Service 


E. J. Dickson, who for the last ten 
years has been vice-president in charge 
of operation of the International Rail- 
way, Buffalo, N. Y., tendered his resig- 
nation at the annual meeting of the 
stockholders of the company during the 
week ended March 31, the resignation 
to become effective on May 1. Mr. 
Dickson has been with the Buffalo 
property since 1913, and when the pres- 
ent Mitten management took control 
in 1920 he was one of the few officials 
connected with the former administra- 
tion who remained with the property. 

As vice-president in charge of opera- 
tion Mr. Dickson has served throughout 
the most difficult period in the com- 
pany’s history, beginning with the 
strike of trainmen in July, 1922. Al- 
though he has desired for a long time 
to be relieved of his duties, he felt it 
his duty to remain until this emergency 
had been successfully passed. That his 
services have been greatly appreciated 
by the company and that his resigna- 
tion will be keenly felt is indicated by 
the following statement issued by the 
board of directors: 

E. J. Dickson, vice-president of the com- 
pany for some years, today resigned, and 
retired from the International Railway. 
The announcement of Mr. Dickson’s resig- 
nation, made by the company officials, was 
as follows: 

“E. J. Dickson, who has for some time 
past been desirous of being relieved of his 
duties as vice-president with the Inter- 
national Railway, had, however, consented 
to continue until the annual organization 
meeting held today. His resignation was 
accepted with regret by the management, 
which takes this occasion to express its 
great appreciation of his valuable services.” 

Mr. Dickson started in the transpor- 
tation industry as office-boy with the 
Chicago, Burlington & Quincy Railway 
at Galesburg, IIl., at the age of thirteen 
in 1887. He was advanced through 
various clerical positions to that of 
assistant trainmaster at Galesburg. He 
next was chief clerk in the office of 
the superintendent of motive power, 
with the Northern Pacific Railway at 
St. Paul, Minn., for three years, and 
following this occupied a similar posi- 
tion with the Lehigh Valley Railway at 
South Bethlehem, Pa., for three years. 
He next became secretary and purchas- 
ing agent of the New England Invest- 
ment & Security Company, a holding 
company for twenty-three trolley lines 
in the New England District. This was 
in 1907. After this he became general 
manager of a group of four electric 
railways at Attleboro, Mass. Follow- 
ing this he was made general manager 
of the Springfield (Mass.) Street Rail- 
way. In 1913 he became vice-president 
in charge of operation of the Interna- 
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tional Railway, which position he has 
held up to thé present time. 

Mr. Dickson’s resignation from the 
International Railway has caused dis- 
tinct regret among the Buffalo people, 
as reflected by comment in the public 
press. He has been held in very high 
regard and enjoyed the confidence of 
the public and the good will of all his 
associates. His career has been marked 
by steady advancement from the lowest 
rank in the ladder to very nearly the 
highest, and he has the good wishes of 
a host of friends throughout the in- 
dustry. 


Mr. Geisse Heads Wisconsin 
Association 


Harold L. Geisse was elected presi- 
dent of the Wisconsin Utilities Asso- 
ciation at the recent convention of that 
association in Milwaukee. Mr. Geisse 
is the secretary and general manager 
of the Wisconsin Valley Electric Com- 
pany at Wausau, Wis. He was gradu- 
ated from the University of Wisconsin 
in 1907. He served as statistician with 
the Railroad Commission of Wisconsin 
for one year and then joined the oper- 
ating staff of the San Antonio Gas, 
Electric & Traction Company in Texas. 
Mr. Geisse returned to Wisconsin in 
1913 and re-entered the employ of the 
Railroad Commission as statistician. 


H. L. Geisse 


Subsequently he was promoted to as- 
sistant secretary and finally secretary. 
In the spring of 1919 he became asso- 
ciated with the Northwest Utilities 
Company, an Insull property, and later 
operated the Janesville Electric Com- 
pany. Mr. Geisse remained with this 
organization until August, 1921, when 
he took charge of the Wisconsin Valley 
Electric Company. 


Changes Made in Ironwood 
Property 


The following appointments and 
changes have been made in the person- 
nel of the Ironwood & Bessemer Rail- 
way & Light Company, Ironwood, Mich.: 
W. T. Leander replaces W. H. P. Wes- 
ton as secretary and treasurer, W. J. 
Hodgkins, formerly purchasing agent, 
is now general manager; the position 
of purchasing agent is being filled by 
L. G, Gothe; J. B. O’Neil, formerly 
line superintendent, has become district 
manager, supplanting E. L. Hinchliff; 
E. O. Sinrud replaces W. A. Campbell 
as assistant district manager; R. S. 
Wilhelm, formerly engineer of power 
station, has become chief engineer, and 
R. L. Boisen is electrical engineer. 


Mr. Johnson Made General Super- 
intendent of Toledo Property 


J. Franklin Johnson, who has been 
receiver in charge of operation of the 
Toledo & Western Railroad for three 
years, has been made general super- 
intendent of the Community Traction 
Company, Toledo, by order of Presi- 
dent Frank R. Coates and relieved of 
his duties as receiver for the inter- 
urban line by the Federal court at 
Toledo. 

Albert A Swartz, who has been vice- 
president and superintendent of trans- 
portation of the Community Traction 
Company, has been named receiver for 
the Toledo & Western and will succeed 
Mr. Johnson in the operation of that 
property. Mr. Swartz was for a num- 
ber of years with the Toledo & Western 
and is familiar with its many prob- 
lems. It is expected that he will wind 
up the receivership possibly within the 
present year. 

Joseph M. Enright has been placed in 
his old line of work as superintendent 
of transportation. He occupied that 
place for several years with the Toledo 
Railways & Light Company before the 
Community Traction Company was or- 
ganized. 

It is expected that Mr. Johnson will 
take complete charge of the big main- 
tenance program and repair and exten- 
sion work that the Community Trac- 
tion Company has planned for 1923. 

The personnel changes became effec- 
tive on April 1. 


Thomas Penney, who for many years 
has been a vice-president of the Inter- 
national Railway, Buffalo, N. Y., was 
not re-elected to that position at the 
annual meeting of stockholders. Mr. 
Penney retains his place on the board 
of directors and continues to have the 
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title of general counsel. He formerly 
was president of the company and 
always has been active in its affairs. 
C. J. Joyce, general counsel for the 
Mitten Management, Inc., and a mem- 
ber of the legal staff of the Philadelphia 
(Pa.) Rapid Transit Company, has 
been elected vice-chairman and coun- 
selor of the board of directors of the 
International Railway, Buffalo. This 
is a new position. Mr. Joyce also be- 
comes a member of the executive com- 
mittee of the International Railway. 


Charles W. Murray, for the past two 
years superintendent of the Janesville 
(Wis.) Traction Company, has resigned. 
He expects to depart soon for Wyoming, 
where he has land holdings. His suc- 
cessor has not yet been named. Mr. 
Murray is a nephew of W. C. Sparks, 
general manager of the Rockford & 
Interurban Railway, of which the Janes- 
ville Traction Company is a subsidiary. 


Matt J. Kennedy, formerly with the 
Montreal Street Railway, now the Mon- 
treal Tramways, has gone into business 
for himself in Montreal with a fleet 
of fifty taxis. Mr. Kennedy was con- 
nected with the Brooklyn Rapid Transit 
Company for a period of about five 
years some ten years ago during the 
superintendency of Dow S. Smith. For 
part of this time he served as super- 
intendent of the Ninth and Vonderbilt 
Avenue divisions. 


W. J. Curle, general superintendent 
of the Chatham, Wallaceburg & Lake 
Erie Railway, Chatham, Ont., has re- 
signed. Mr. Curle has been a promi- 
nent figure in the railway field in Can- 
ada for more than thirty-five years. 
He entered railway service with the 
Grand Trunk Railway at Brockville, 
Ont. Subsequently, he held positions 
with the Canadian Pacific Railroad, the 
Brockville, Westport & Northwestern 
Railway and the Canadian Northern 
Railway. In 1916 he was appointed 
general manager of the Chatham, Wal- 
laceburg & Lake Erie Railway to suc- 
ceed the late William Norris. 


J: W. Gerke, for many years asso- 
ciated with several electric railways 
and for the past three years staff engi- 
neer with the Texas Company, has 
joined the Transit Equipment Company, 
New York, as vice-president and gen- 
eral manager. He will take active 
charge of its plant at Saybrook, Conn., 
with a view of developing this branch 
of the company’s business. Mr. Gerke 
started his railway career in the shops 
of the Capital Traction Company in 
1897, leaving in 1905 to become super- 
intendent of the Washington, Arlington 
& Falls Church Railway. In 1909 he 
became connected with the J. G. White 
Engineering Corporation and was as- 
signed to the Tri-City Railway at 
Davenport, Iowa, as superintendent of 
equipment and buildings, but in 1911 
he went to Wilmington, Del., as master 
mechanic of the Wilmington & Phila- 
delphia Traction Company and_ the 
Southern Pennsylvania Traction Com- 
pany. In 1915 he became superin- 
tendent of maintenance in charge of all 
departments excepting transportation 


of the New York & Queens County 
Railway and Long Island Electric Rail- 
way, remaining for six years. 


New Superintendent of Trans- 
portation in Buffalo 


As was reported in the ELECTRIC 
RAILWAY JOURNAL, issue of March 24, 
Thomas D. Kiniry has been appointed 
general superintendent of transporta- 
tion of the local and interurban lines 
of the International Railway, Buffalo, 
N. Y., to succeed William M. Casey, 
who has accepted a similar position 
with the Georgia Railway & Power 
Company, Atlanta, Ga. 

Mr. Kiniry was born in Glen Mills, 
Pa., and was educated in the public 
schools of that town. In his early years 
he served as an-apprentice printer and 
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later played semi-professional baseball. 
In May, 1900, he joined the Philadel- 
phia Rapid Transit Company as a 
motorman and continued in that posi- 
tion four years, when he was promoted 
to the position of supervisor. 

In May, 1906, Mr. Kiniry was ap. 
pointed one of a staff of assistant divi- 
sion superintendents. On Jan. 1, 1913, 
he was made division superintendent 
in charge of the Amber depot and in 
April of that year, when the Philadel- 
phia Rapid Transit Company opened 
the new Luzerne depot, Mr. Kiniry was 
transferred to that depot as first assist- 
ant division superintendent. He re- 
mained in that position under Mitten 
Management until Jan. 6, 1919, when 
he was made division superintendent 
at the Callowhill depot. In July of 
that year Mr. Kiniry was transferred 
from the Callowhill depot to the Luzerne 
depot as division superintendent and 
the next month he was made district 
superintendent, which position he held 
until he was made superintendent of 
supervision, April 1, 1922. 

Since the early part of December, 
1922, Mr. Kiniry has been detailed to 
Buffalo by Mitten Management, Inc., in 
the capacity of supervisor to the in- 
struction force, and with the resigna- 
tion of Mr. Casey, Mr. Kiniry was made 
general superintendent of transporta- 
tion of the local and interurban lines 
of the International Railway. 


Obituary 
eee 
George A. Weber 


George A. Weber, inventor of the 
Weber rail joint, died at his winter 
home in Pasadena, Cal., on March 29. 
He was in his seventy-fifth year. Mr. 
Weber was founder of the Weber Rail 
Joint Manufacturing Company, which 
was incorporated in 1889. In 1905 this. 
company, with the Continuous Rail Joint 
Company and the Independent Railroad 
Supply Company, formed a consolida- 
tion under the name of the Rail Joint 
Company. Mr. Weber has been a. 
director of the Rail Joint Company 
since its incorporation and has always. 
taken a keen interest in its affairs. 


Charles Thomas Nicholas White 
Spunner, for many years treasurer of 
the Mobile Light & Railroad Company,,. 
Mobile, Ala., is dead. 

A. S. MecSwigan, president of the 
Kennywood Park Corporation, Pitts- 
burgh, Pa., is dead. At the height of 
the street railway park movement Mr. 
McSwigan gave freely of his advice as 
an amusement man to the electric rail- 
way interests. He was at one time on. 
the staff of the Pittsburgh Railways in. 
charge of park matters. 


George H. Guy, for the last forty” 
years secretary of the New York Elec- 
trical Society, died on April 1. He was: 
born in England, studied music in Leip- 
zig, spent several years sugar planting” 
in Jamaica, West Indies, and then came- 
to New York. In addition to his bril-- 
liant work for the electrical society, 
Mr. Guy did much to promote auto-- 
mobilism and aviation. He was one of 
the leaders in the movement to secure- 
from Andrew Carnegie the gift that 
created the United Engineering Socie- 
ties’ Building and that of the Engineers” 
Club in New York. He was a member 
of the American Institute of Eléctrica] 
Engineers and the Engineers’ Club. 


Dr. Walter Gill Wylie, for many years- 
intimately associated with water-power’ 
development in the South, died at his 
home in New York City on March 13° 
at the age of seventy-five years. Dr. 
Wylie was born in Chester, S. C., and 
besides being a surgeon.of note was the- 
first president of the Southern Power 
Company, Charlotte, N. C. He helped 
to organize the Anderson Water, Light 
& Power Company, Anderson, S. C., 
and later the Catawba Power Company. 
Early in 1900 he interested J. B. Duke,. 
the tobacco magnate, in the water 
power possibilities of the Carolinas and 
shortly afterward the Southern Power 
Company, which has since grown to 
be the dominant power company of 
the South, was formed with Dr. Wylie 
as its head. Professional work in New 
York, however, caused him later to re- 
linquish the presidency to J. B. Duke, 
but his interest in the industrial and 
power development continued unabated. 
Dr. Wylie was consulting surgeon of* 
Bellevue Hospital and professor emer- 
itus of the New York Polytechnic- 
School for medicine for post. graduates.. 
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Manufactures and the Markets 


“News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Important Research Work 
Published 


Graphic Analysis Made of Census of 
Manufactures of United States 
1849 to 1919 


The graphing of statistics reaches an 
unusually high level of excellence in a 
publication with the above title just 
issued by the National Industrial Con- 
ference Board, New York City. In this, 
the wealth of data made available, but 
not readily comprehensible, through the 
census of manufactures taken every 
five years by the United States Bureau 
of the Census, are put into such form 
that they can be readily analyzed and 
compared. 

Most of the data in the volume, tabu- 
lated and’ graphed, relate to fifty lead- 
ing industries of the country, although 
some statistics are given for the coun- 
try as a whole. Following are the 
topics which are made the basis of 
study, to each of which nearly ten 
charts and tables, on the average, are 
devoted: Persons engaged in manu- 
facture, distribution of personnel, value 
of products, major items of expendi- 
ture, average cost of service, size of 
establishments, character of ownership, 
regularity of employment, prevailing 
hours of labor, power in manufacturing 
industries, fuel used in manufacturing 
industries, production, labor, power and 
values, and a summary of the data for 
the fifty leading industries. 


Book WELL ARRANGED 


The general arrangement in this book 
is to have the tabular material on the 
right-hand page of two facing pages 
and the charts on the left hand. Thus, 
one has before him at one time only 
one compilation, but this is put into 
forms to be readily grasped and visual- 
ized. Great ingenuity has been dis- 
played in the preparation of the charts, 
which are of many different forms and 
colors, the form in each case being 
chosen best to represent the particular 
data to be depicted. The variety in 
method of graphical presentation pre- 
vents monotony in the appearance of 
the charts and also tends to distinguish 
them among themselves. 

The Industrial Conference Board has 
done the industries of the country a 
great service by giving vitality to the 
dry statistics of the nation’s manufac- 
tures. This work places at the disposal 
of manufacturers and others who are 


‘analytically and reflectively inclined an 


opportunity to survey the labor and ma- 
terial situation broadly. Careful study 
must, however, be given to the tables, 
charts and comments if they are to 
yield information of- practical useful- 
ness in any particular manufacturing 


field, as for example, that serving the 
electric railway. 


Payment Ordered to Barney & 
Smith Creditors 


Payment of 50 cents on the dollar 
to all creditors of the Barney & Smith 
Car Company, Dayton, Ohio, whose 
claims are not disputed is authorized 
in an order issued by Judge Edward 
T. Snediker of the Montgomery County 
Common Pleas Court. The court’s 
order followed a report by Special Com- 
missioner John Dineen that the claims 
of creditors total $140,039.99, which can 
be partly liquidated with about $100,- 
000 cash on hand. The plant recently 
was offered for sale at public auction 
with no bidders. 


Large Foreign Orders for 
Power Apparatus 


The Compania Chileana De Electrici- 
dad, Ltd., Santiago, Chile, which has a 
contract to furnish power for the Chil- 
ean State Railways, has recently or- 
dered from the Westinghouse Electric & 
Manufacturing Company through Carr 
Brothers, New York City, 45,000 kva. 
of power transformers, together with 
oil circuit breakers, bushing type cur- 
rent transformers and spare parts. 

The apparatus included on this order 


is as follows: Three 7,500-kva. three- 
phase, 50-cycle, 100,000 to 44,000-volt, 
oil-immersed, forced-cooled transfor- 
mers; three 7,500-kva., three-phase, 50- 
cycle, 100,000 to 12,000 volt, oil-im- 
mersed, forced-cool transformers; 
eight electrically operated, type G-11, 
oil circuit breakers, outdoor, 400 amp., 
3-pole, single-throw, 110-kv. for floor 
mounting; thirteen type G-11, outdoor, 
400-amp., 3-pole, 50-kv. frame-mounted 
oil circuit breakers, together with nec- 
essary bushing type current transfor- 
mers, control relays, auxiliary switches 
and necessary spare parts.” 

The apparatus included on this order 
is to be used by the power company 
for transmitting power from its present 
system to the Chilean State Railways. 


Brill Sale Rumors Denied 


Samuel M. Curwen, president of the 
J. G. Brill Company, Philadelphia, has 
made the following statement: 


To set definitely at rest rumors as to a 
sale of the J. G. Brill Company, I take this 
occasion to say no negotiations are pending 
for recapitalization or sale of the company 
or for its consolidation with any other cor- 
poration, and the board of directors is 
unanimously opposed to sale of the com- 
pany. I am further authorized to state by 
owners of a controlling majority of both 
preferred and common stocks their holdings 
are not for sale. 


Asks Authority for $189,000 
Expenditure 


Receivers of the Pittsburgh (Pa.) 
Railways have filed a petition in the 
Federal Court seeking permission to 
spend $189,510 for track rehabilitation. 
The work will be done in the boroughs 
of Mt. Oliver, Knoxville, Carrick and 
Brentwood. The petition was referred 
to Special Master Henry G. Wasson by 
Judge W. H. S. Thomson. 


ELECTRIC RAILWAY MATERIAL PRICES—APRIL 3, 1923 


Metals—New York 
Copper, ntaper ibn cents asthe Ih... sastetanie BZ; 


, cents per! 8.225 
Nickel, DONE DOC en cevicie'. ccces es ciclo d 27.50 
ZING ROP TIOR DS Coolers o.creee 5. 5.8 ec co bl miele 7.90 
Tin, Stars “kg Pech Gee SPR Bee Sete 47.625 
Aluminum, 9 8 to 99 = cent, cents per Ib... 25.75 
Babbitt metal, warehouse, cents per Ib.: 

PENS Pat US ee ee ee eee 65.00 
COmMGTOIR sy cloaic esc cece tee sce ages 40.00 


Bituminous Coal 


Smokeless mine run, f.o.b. vessel, Hampton 
TRONOB roisaek ie eicis Saisie we ecb pace sleisly 3125 
Somerset mine run, Boston. . witene A 
Pittsburgh mine run, Pittsburgh. . 
Franklin, Il., screenings, Chicago... 
Central, Tl., screenings, Chicago. . 
Kansas Screenings, Kansas City. . 


Track Beto tate-Pidtabuceh 


Standard Bessemer steel rails, gross ton... .. $43.00 
Standard open hearth rails, gross ton........ 43.00 
oe spikes, drive, Pittsburgh base, cents 


ak le bars, cents perlb...............-00- OP 
bolts and nuts, Pittsburgh base,cents,lb. 4.25 
Steel bars, cents per lb 5 ¥ 


Ties, white oak, Chicago, 6i n. x 8 in. x 8} ft. .50 
a ee 
Wire nails, base per keg... .......-.020000+ 3.00 
Sheet iron, (28 eo, cents per lb.. 4.00 
Sheet iron, galvani 28 gage), cents per Ib 5.25 
Galvanized ba wire, cents DEE UIs ots cscs 3.70 
Galvanized wire, ordinary, cents per lb...... 2.65 
Waste—New York 
Waste, wool, cents perlb.................. 12-16 
Waste, cotton, (100 Pb. bale), cents per lb.: 
White..... Uae eM alts biaSa's sw eya'eve 6 a’ T1-13.50 
or Ee Ae ee en Oe ee 8-1 


ee 


Paints, Putty and Glass—New York 


Linseed oil, (5 bbl. lots), cents per gal....... é 
White lead, (100 lb. keg), cents per Ib....... 13. 
Turpentine, (bbl. lots), per gal............. $1.59 
Car window glass, (single strength), firat 

three brackets, A quality, discount*..... 84.0% 
Car window glass, (sing! e strength), first 

three brackets, B quality, discount*..... 86. 0% 
Car window glass, (double strength, all sizes, 


A quality), discount®.................. 85 0% 
Putty, 100 Ib. tins, cents per lb... 5.00 
ese prices are f.o.b. works, " boxing 
charges extra. 
Wire—New York 
Pe r wire base, cents per lb.. 18.625 
ber-covered ¥ wire, No. 14, per ],000 ft. 7.50 
Pete er wire base, cents per eae 19,50 
Paving Materials 
Paving stone, granite, 4 x a x 4, f.o.b. 

Chicago, dressed, = sq.yd.. sae $3.60 

Common, persa.yd.........-20+ eee es 3.15 
Wood ics paving Si 16 treatment, N. Y., aay 

PERG VO aye cco leleteyeiaty ciniun pie bla xn : 
Paving aa 34 x 8} x 4, N. Y. per 1,000 in 

putldadlota Ne: 4 sil eRe Lis 54.00 
Crushed stone, 3-in., carload lots, N. Y., 

PEE OU VO cent ae ue sel Cente pee tees LAY fe 
Cement, Chicago consumers net prices, with- 

GUE ADRS oo dre eice tie sree. 0 Pawo sale. o:0% 2.20 
Gravel, a PEs) aS POD IR ES SSP eeTe yA) 
Sand, cu.yd., PCE Tale aa eo SRE eaplecns 1.00 

Old Metals—New York 
Heavy copper, cents perlb.........-..-++: 14.00 
Light copper, cents perlb..............+5- 12.50 
Heavy brass, cents perlb.........:.. oo 18 ee 
Zinc, old scrap, cents perlb.........- 5 25 
Yellow brass, cents per Ib (heavy). . Pr bs 
Lead, heavy, cents perlb.............2--5- y hegre 
Steel car axles, Chicago, net ton............ 24.75 
Old car wheels, Chicago, gross ton.......... 28.75 
Rails (short), Chicago, grosston..... iacy eocee 
Rails (relaying), Chicago, gross ton 33.50 
Machine turnings, Chicago, net ton... .... 14.75 


Rolling Stock 


Kentucky Terminal & Traction Com- 
pany, Lexington, Ky., will use the Nic 
Le Grand, Inc., positive safety appli- 
ance in the twenty-seven new one-man 
ears being built by the Cincinnati Car 
Company. 

Augusta & Aiken Railway & Electric 
Company, Augusta, Ga., has announced 
that the sixteen one-man safety cars 
which it is proposing to add to its 
rolling stock will be built by the Perley 
A. Thomas Car Company, High Point, 
N. C. It is expected. that these cars 
will be delivered in three and one-half 
months. The company will also rebuild 
ten cars now in service. 


Worcester (Mass.) Consolidated 
Street Railway will add six new sweep- 
ers to its winter equipment. The com- 
pany now has seven sweepers in com- 
mission. The new sweepers will be 
constructed by the company in its own 
shops during the summer months. Dis- 
carded open cars will be utilized in 
building them. The cost is estimated 
at $3,600 for each sweeper. 


Indiana Service Corporation, Fort 
Wayne, Ind., has closed a deal for 
fifteen new double-truck cars to be used 
on the Fort Wayne city lines. The 
cars cost in the neighborhood of $14,000 
each, making the order total more than 
$200,000. The cars were ordered from 
the St. Louis Car Company. Delivery 
of the new cars is to start Sept. 1. The 
cars will be operated by one man, as 
are the present cars, but there will be 
a front entrance and a front and rear 
exit, instead of only front entrance and 
exit. The cars will be of all steel con- 
struction and will be equipped with four 
G. E. 25-hp. motors and will have a 
seating capacity of fifty passengers. 


Houston Electric Company, Houston, 
Tex., has purchased ten double-truck, 
double-end Birney safety cars from the 
American Car Company. They are de- 
scribed as follows: 


Number of cars ./; [cae ae ee es Ten 
Date order was placed...... March 10, 1923 
Date of delivery August, 1923 
Type Of <¢ar ota ee eae eee i 


@weseewveaneeeoces a] ‘Dod 
Length overall .. 5, ates coe rhs Wr 
Length of platform over dashers..5 ft. 9 in 
Width over -all ..4/- "05-697 ee ft. 5 in. 
Height rail to trolley base... 2.7 12 ft. 5 in. 
RROOLE vers Sinus acd ke eee Arch 
Air brakes See e 


#¢ Kidla siateleheretey vie Pantasote 
0 cae ag tne ee ante op Hunter 


Destination signs 
Door 


. «+,.Pneumatie Devices ‘Gompany, ‘two 

door engines, and one selec valve 
_ opening one selector valve per 
1 ES Sy rae a H. B. Life Guards 
FIANGDraKkes. .... 6 5cu<svb Peacock Staffless 
Headlights iad ¢'o bid woken Golden Glow SM 95 
Motors ....Four Westinghouse No. 508 AN 
Fare boxes 


Seats. --. Brill Co. Waylo special reversible 
Seat material ........ Canvas lined rattan 
Treley -CaLohers +... . 00. -.0- Keystone 


Trolley base 


2c panama > Pree Ss 2x Ni 
qrolley implex No. 3 
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Maumee Valley Railways & Light 
Company, Toledo, Ohio, will use the 
Nic Le Grand, Inc., positive safety ap- 
pliances for seven new cars, 


Michigan Railroad, Jackson, Mich., 
has placed a fifth repeat order with 
Nie Le Grand, Inc., for safety appli- 
ances for ten more cars. 


Cincinnati, Lawrenceburg & Aurora 
Electric Street Railroad, Cincinnati, 
Ohio, will use the Nic Le Grand, Inc., 
positive safety appliances for seven 
converted cars. 


Detroit (Mich.) Municipal Railway 
will be provided with funds for the 
purchase of 200 cars through the pass- 
age at the election on April 2 of a bond 
issue authorizing the expenditure of 
$5,000,000 for extensions and improve- 
ments. 

Cumberland County Power & Light 
Company, Portland, Me., has placed a 
contract with the Wason plant of the 
J. G. Brill Company, for six new steel 
passenger cars at an approximate cost 
of $13,000 each. The cars will be ar- 
ranged for either one-man or two-man 
operation. They will have a seating 


capacity of forty-eight. 


Knoxville Power & Light Company, 
Knoxville, Tenn., has started the con- 
struction of the Walnut Street cross- 
over line, which is to cost the company 
about $24,000. 


Portland Railway, Light & Power 
Company, Portland, Ore., will expend at 
least $500,000 during the year in track 
improvements. Details of the improve- 
ments have not yet been worked out. 


Hydro-Electric Power Commission, 
Ont., Canada, has announced, through 
Chief Engineer F. A. Gaby, that im- 
provements to the Hydro-Electric Rail- 
ways (Essex District) will be com- 
pleted this year at a cost of $760,000. 

Puget Sound Power & Light Com- 
pany, Bellingham, Wash., has been 
granted permission to install switches 
and other- curve work at the intersec- 
tions of Elk and Holly, Dock and Holly 
and Holly and Bay Streets. 


Akron, Canton & Youngstown Rail- 
way, Akron, Ohio will spend more than 
$250,000 for track and property im- 
provement. Of this sum, at least $150,- 
000 will be spent for improvement to 
the right-of-way, while the remainder 
will be used for the development of 
roundhouse and yard facilities. 


Interborough Rapid Transit Company, 
New York, N. Y., during 1922 expended 
$1,400,000 to maintain its subway and 
elevated tracks, not including the sup- 
porting structures or tunnels, and keep 
them safe for- the operation of 7,000 
trains a day. Including both subway 
and elevated lines, 22 miles of single 
track of new rail were relaid and 37,500 
ties were replaced. A total of 385,000 
ft. of planking was used to construct 
and repair walks along and between 
the tracks on the elevated lines and the 
viaduct sections of the subway. 
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Power Houses, Shops 
and Buildings 


—_— 


Columbus Electric & Power Company, 
Columbus, Ga., has perfected plans for | 
the construction of a service building, 
work on which will start within the 
next few weeks. The building will cost 
approximately $35,000 or $40,000. 


Beloit, Wis——Fire of unknown origin 
in the carhouse of the Rockford & In- 
terurban Railway did much damage 
recently to electrical equipment such as 
motors, armatures and coils, in addi- 
tion to the destruction of belting shafts 
and valuable tools. Three city cars and 
an interurban car which were in the 
building at the time were not damaged. 

Indianapolis Ind.—Plans are maturing 
for the erection of a traction freight 
terminal in Indianapolis on a plot of 
twelve acres known as the old Green- 
lawn Cemetery site. The Terminal 
Realty Company has a freight house on 
the location, but it is inadequate to the 
needs of the roads. The new terminals 
will cost more than a million dollars 
when completed. The plans are being 
worked out by Robert I. Todd, presi- 
dent of the Terre Haute, Indianapolis 
& Eastern Traction Company; Harry 
Reid, president of the Interstate Pub- 
lic Service Company; Charles L. Henry, 
president of the Indianapolis & Cin- 
cinnati Traction Company, and Arthur 
Brady, president of the Union Traction 
Company of Indiana. 


Connecticut Company, New Haven, 
Conn., is planning to build a combined 
carhouse and bus garage in Waterbury 
on West Main Street, where it now has 
some car shops and other buildings. 
The problem will be to put up the new 
buildings without interfering with the 
operation of the line. It is expected 
that the new carhouse will have a ca- 
pacity of 105 cars and the garage a 
capacity for sixteen buses, twelve for 
storage and four for repair. There will 
also be a new paint shop to go next to 
the present repair shop, and altogether 
it is expected that the installation will 
cost between $400,000 and $500,000. 
The company has also got to build a 
carhouse at Meriden tostake the place 
of the one burned down Feb. 5. 


Trade Notes 


Wendell & MacDuffie, New York, have 
moved from 30 Church Street to the 
new Bowery Savings Bank Building, at 
110 East Forty-second Street, New 
York. 


Carnegie Steel Company, Pittsburgh, 
Pa., has received the order for the rolled 
steel wheels to be used under the 576 
cars recently ordered by the Phila- 
delphia Rapid Transit Company. 

Standard Underground Cable Com- 
pany, Pittsburgh, Pa., wishes to have 
all communications to the general offices 
on and after April 1 directed to 100- 
108 Seventeenth Street, Pittsburgh, in- 
stead of to the Westinghouse Building. 


